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Which F1 team or teams did Ivan Capelli drive for 
before joining Leyton House March? 


. Mauricio Gugelmin has one fastest lap to his 


credit. Where and when did he achieve that feat? 


. What is Mauricio's best-ever race finish? 


. Ivan Capelli qualified for the 1988 US Grand 


Prix but did not take part. Why? 


. At which race did Autoglass first appear as 
sponsors on the Leyton House cars? - 
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The Editor's Page 


o-one, they say, is indispen- 
sable. But, as Maurice 
Hamilton rightly surmises 
in this month’s “On the 
Other Hand”, try telling that toa Brit- 
ish national daily’s sports editor now 
that Nigel Mansell has decided to 
throw away his driving gloves -liter- 
ally, as it turned out at Silverstone. 
Rumour has it that Greg Norman 
has vowed to turn Mansell into a top- 
flight, professional standard golfer 
within a year of the Englishman's 
quitting the cockpit. Two things are 
sure, if that does happen: Mansell will 
wield his clubs with the same inten- 
sity and defiance that characterize his 
use of a Grand Prix car, and it’s the 
only other sport that will maintain his 
income level where it has been for the 
last few FI seasons. 
Love Mansell or hate him, it has 
not been possible to ignore the man 
since that first emotional victory at 


Who can fill this space for British F 


LE 
ION 


Brands Hatch five yearsago. And, for 
British fans at least, even if there was 
no fairytale ending in the shape of a 
home victory, he went out ina blaze 
of glory with his first pole position for 
Ferrari, a blazing lap that owed 
nothing to chance and everything to 
the qualities that separate these men 
from the bunch: precision, skill and 
daring in circumstances that would 
scare the ordinary mortal to death. 
His career illustrates a central truth 
of sport, as of life: you have to make 
the most of what you've got, and 
character is the key. Mansell will not 
godowninhistoryasthemost graceful 
of Grand Prix drivers: no Clark or 
Fangio, no Prost even, in his style of 
getting from A to B in the shortest 
possible time, and by the straightest 
lines possible ontheaverage Fl circuit. 
But out of the rough wood of his 
talent, his courage and his self-belief 
he has hewn a lasting monument to 


\ 


those very characteristics, accumu- 
lating Grand Prix victories and mak- 
ing himself a very wealthy man in the 
process. 

It is not only the British - and the 
English inparticular- who owe hima 
singular debt. Mansell, with the Un- 
ion Jack helmet replaced only by the 
more relaxed cloth cap, has given F1 
followers and pundits the world over 
the archetype of the bulldog breed, 
and Grand Prix racing will be the 
poorer for his absence. 

Still, the pit lane, likenature,abhors 
a vacuum, and the Brits must find 
someore to fill the gap. It may be a 
Scot, it might be an Irishman, and 
surely in the wings there lurks an 
English talent waiting to be discoy- 
ered. Whatever the nationality, it will 
takeabigman to put hisbootin where 
Mansell never feared to tread. 


July 1, London: 

Jordan Grand Prix, thenew 
F1 team launched by F3000 
entrant Eddie Jordan, is 
kept busy fending off sto- 
ries and inquiries about the 
team’s link with Ford. The 
team are said to have 
clinched a supply of the 
Ford HB V8 power units 
previously supplied only to 
Benetton. A Ford spokes- 
man says coyly that the 
company are not in a posi- 
tion to comment officially 
at present. Onthesame day, 
Williams Grand Prix Engi- 
neering confirmed that 
Adrian Newey, formerly 
design director at Leyton 
House Racing, had agreed 
tojoin them from the end of 
July. Newey had resigned 
from Leyton House the 
previous week and his 
place there looked set to be 
filled by the arrival of Chris 
Murphy, who was in the 
process of quitting Lola. 


Squaring up tothe challenge of the 90's: the new ESPO Larou 


F1 Fact and Fiction in Daily Digest Form 


July 3, Brusse 
Belgian entrepreneur Jean- 
Pierre van Rossem is jailed 
for a month while investi- 
gations are conducted into 
his financial affairs. Van 
Rossem is the former owner 
and sponsor of the Onyx 
team whose Moneytron 
company name was used 
on the cars. 


July 5, Paul Ricard Circuit, 
Le Castellet: 

Subaru announces it is 
pulling out of Fl and leav- 
ing the Coloni team to re- 
vert back to ownership by 
Enzo Coloni and continue 
racing with Ford Cosworth 
DERs. It had been expected 
that Coloni would sell out 
to Subaru Technica Inter- 
national. But an official re- 
lease was issued at the 
FrenchGrand Prixin which 
Subaru announced its de- 
cision. 


July 6, Paul Ricard: 
The ESPO Larrousse team 
officially opened its new 
high technology factory. It 
is a dramatic 4,000 square 
metres facility which was 
built in six months and it 
willbecometheteam’s base 
from the end of the season. 
Larrousse reveal they have 
signed a contract with the 
Ricard group for exclusive 
test facilities at the track. 


July 7, Paul Ricard: 

NigelMansell clinches pole 
position for the French 
Grand Prix. It is the Eng- 
lishman’s first pole for 
Ferrari and confirms the 
team’s mid-season resur- 
gence as major challengers 
for the title. Reactions to 
Ford’s confirmed decision 
tosuppy JordanGrand Prix 
with V8 engines include a 
press release issued by 
Benetton in an effort to 
clarify their own situation, 


(AlsportPascal Rondeau) 


| ItstatesthatBenetton’sown 
exclusive programme with 
Ford for “currentand future 
programmes” will not be 
affected. 


| July 8, Paul Ricard: 
Alain Prost wins the French 
Grand Prix. It is his second 
victory in succession and: 
Ferrari’s 100th in Grand 
Prix racing. Italian Ivan 
Capelli finishes second be- 
hind the Frenchman in a 
Leyton House ahead of 
Ayrton Senna who came 
home third for McLaren- 
Honda. Speculation sug- 
gests that FISA’s desire to 
move the French Grand 
Prix from the south coast 
inland to Magny Cours has 
encountered opposition 
from teams and sponsors. 
FISA president Jean-Marie 
| Balestre says he plans a 
further inspection of 
Magny Cours before any 
final decisionis taken onits 
suitability. Drug testing is 
introduced to F1 and 
Capelli, Prost, Nigel 
Mansell and Pierluigi 
Martini are required to 
produce urine samples. It 
was easier for some than 
others. 


July 9, Paul Ricard: 

The build-up to the British 
Grand Prix begins with re- 
ports of comments attrib- 
uted to Niki Lauda about 
the current state of Ferrari $ 
management, “The man= 
agement is still bad,” he #§ 
reported as saying: 
“Throwing people out: 
Bringing people in. You 
need continuity. Ferrari is 
just like it always was with 
internal fights.” 


July 12, Silverstons: 

On the eve of the British 
Grand Prix, Benetton an- 
nounce a new sponsorship 
deal — with a newspaper. 
The unique arrangements 
with Robert Maxwell's The 
European who are said to 
have paid one million dol- 
lars for theremainingseven 
races of the year. On the 
same day, Ayrton Senna 
arrives at Silverstone and 
suggests that not only do 
Ferrari have the best chas- 
sis in F1, but also the best 
engine and reliability. 


July 13, Silverstone: 

Nigel Mansell is in a very 
unhappy mood after open- 
ing qualifying and points 
to the speed of his car 
through the timed traps as 
an explanation. The result 
is confusion and rumours 
of a growing rift with the 
Ferrari team 


July 14, Silverstone: 
Mansell grabs pole with a 
sensational lap and then 
praises Ferrari for their 
great work in bringing four 
cars to Silverstone. He says 
he may have over-reacted 
the previous day. 


July 15, Silverstone: 

Prost wins the British 
Grand Prix, Mansell an- 
nounces his retirementand 
Ferrari hog the front pages 
of the newspapers as well 
as the back. Prost’s win is 
his 43rd and his third in 
succession. It lifts him to 
the top of the Drivers’ 
Championship ahead of 
Senna. Mansell says his 
decision has been made 


because he wants to spend 
more time with his family. 
“Twas hoping to announce 
this with a win,” he said 
after his retirement. “But it 
wasn’t to be.” 


July 16, Silverstone: 

A press release issued 
during the British Grand 
Prix weekend gains some 
attention afterall the driver 
drama. In it, Shell hit back 
at suggestions that Fl fuel 
is environmentally un- 
friendly and hazardous to 
those who work withit. The 
statement says many com- 
ments made have been in- 
accurateand addsthatShell 
is currently supplying 
unleaded fuel and more 
than 20 races have been 
won by Honda Marlboro 
McLaren using this fuel. 


July 20, Hockenheim: 

Ayrton Senna finishes fast- 
est at the pre-German 
Grand Prix testing. The 
Brazilian clocks a best time 
of 1:41.37 in his McLaren- 
Honda. Prost records a 
second-best time of 1:41.54 
in his Ferrari and Brazilian 
Nelson Piquet, in a 
Benetton equipped with the 
old engine rather than the 
new series 4 Ford V8 en- 


gine, is third quickest. 


Gossip and rumour at the 
circuit suggests that Prost 
hassaid he will retire at the 
end of 1991. 


July 26, Hockenheim: 
Prost arrives at 


| Hockenheim and quickly 


dispels the rumour that he 
is considering retirement. 


| Meanwhile Nigel Mansell 


July 10; Adrian Reynard (left) and Rick Gorne received the Queen's Award for Export 


Achievement. They plan a Formula One entry in 1982 


Whose hands will be on the Lotus wheal next year? 


confirms that he is and re- 
veals that he has received a 
touching card from his 
mechanics following his 
vain but bold efforts at the 
British Grand Prix. 


July 27, Hockenheim: 

FrenchmanJean Alesiholds 
a press conference and re- 
veals that he has not yet 
decided where his future 
lies. Ayrton Senna claims 
provisional pole for the 
West German Grand Prix. 


July 28, Hockenheim: 

Senna stays on pole with- 
out making any attempt to 
improve his qualifying 


time. Commercial manager 
Clive Chapman, son of 
founder Colin Chapman, 
says the Lotus team is not 
for sale and will still be 
racing in Fl next year. 


July 29, Hockenheim: 
Senna, ina McLarenHonda 
equipped with a higher- 
revving engine, wins the 
West German Grand Prix 
ahead of Italian Alessandro 
Nannini’s Benetton-Ford. 
Austrian Gerhard Berger is 
thirdin thesecond McLaren 
and Senna returns to the 
top of the Drivers’ Cham- 
pionship. 


q t ou can forget about mo- 
torracing, We'll haveno 
more interest once the 

$ season ends.” 

___ That was the verdict at the morn- 

ing conference of a British National 

Newspaper and I'll bet those senti- 

ments were echoed in the boardrooms 

of other tabloids on the Monday after 

Silverstone. With the front and back 

pages carrying news of Nigel 
Mansell’s impending retirement, such 
apragmatic summary was inevitable 

You may be appalled that Grand 
Prix racing in general should receive 
such abland dismissal simply because 
one man will no longer bea part of it, 
but that is the measure of Mansell’s 
news value. Like him or loathe him, 
he has been instrumental in finding 
Space for Grand Prix racing on the 
sports pages of the nation. 

To use Fleet Street-speak, there’s 
alwaysaline when ‘Our Nige’ isabout. 
Sometimes he sets out with the inten- 
tion of providing a story: on other 
occasions, he becomes headline news 
thanks toa bout of either unconscious 
humour or unfettered emotion; you 
know, when Nigel begins with the 
phrase: “I don’t want to say much - 
but what I will say is...” and words 
then tumble from his lips and the 
wide-eyed hacks, their notebooks 
catching fire, think it is Christmas 
Day. 

Of course, you may be delighted 
that the interest of the tabloids willbe 
on the wane from here on in. Person- 
ally,I’mvery sad. By andlarge, Grand 
Prix racing in recent years has been 
well served by the purveyors of tits 
and bums. Whatever you may think, 
there’s no getting away from the fact 
that the Sun sells more than 4 million 
copies every day, An alarming figure 
in some respects, 
but true nonethe- 
less. 

In fact, if you 
add this to the 
sales of the Mirror, 
the Express, the 
Mail, Today and the 
Star, the figure ex- 
ceeds 12 million 
copies. Per day. 
And, according to 
the people who 
know about these 
things, each 
popular paper is 
read byanaverage 
of two and a half 
readers. Ignoring 
jokes about half- 
readers grappling 
with the Sun and 
the Mirror, that 


Catch me while you can. 
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ON THE 
OTHER 
HAND 


THE 
MAURICE HAMILTON 
COLUMN 


meansa figureapproaching30 million 
who have been brought into intimate 
contact with Grand Prix racing, thanks 
largely to the exploits of a lad from 
Hall Green who wears a Union Jack 
crash helmet. 

Agreed, therehavebeenappalling 
cases of motor racing receiving the 
roughend of thejournalisticstick over 
the years, !am thinking in particular 
of one newspaper's treatment of the 
terrible accident at Barcelona in 1975 


when Rolf Stommelen’s Lola flew 
over the barrier and killed four Peo- 
plestanding ina prohibited area. This 
report, written by aman who was not 
there, spoke of “human torches’ ang 
used other such sensational phrases 
when, at no point, had there been a 
fire of any description. 

Then there was the reaction to 
Ronnie Peterson’s death following his 
accident at Monza in 1978. The fo]- 
lowing day, a tabloid published a 
double-page spread in which they 
squeezed out every morbid detail - 
and more. To fill the space, they pub- 
lished a “Grim Gallery of Death” 
showing pictures of racing drivers 
who had been killed, The fact that 
their deaths, some of which had taken 
place more than 10 years before, had 
nothing to do with the freak circum- 
stances of Peterson’s actual demise 
was neither here nor there. Of course, 
tabloid editors will argue that this is 
their job. 

Fortunately, in these safety-con- 
scious times, we have not had to en- 
dure this aspect of national newspa- 
per reporting. Indeed, the coveragein 
some quarters has been highly enter 
taining. I refer in particular to the 
writing of Stan Piecha in the Sun and, 
if Mansell’s absence means that Stan 
will have to switch to boxing or fish- 
ing, then motor racing will be the 
poorer for that. 

Thebreathlessstyle ofthe Sunmay 
not be everyone’scup of teaand Stan’s 
penchant for putting his beloved ‘top 
spin’ on what would otherwise seem 
tobean average story may bea touch 
sensational, but the fact remains that 
he is a thorough professional in his 
particular field. Certainly, he goes to 
no end of trouble to make sure his 
facts are correct. What he does with 
those facts after- 
wards, of course, 
is quite literally 
anothe but 
the point is that 
Piecha does not 
set out each 
weekend to doa 
hatchet job on 
Grand Prix rac- 
ing. He aims to 
use hard facts to 
amuse and titi- 
vate, which is 
more than can be 
said for some of 
his predecessors. 
You may scoff at 
the simplistic 
wham-bamstyle- 
buthave youever 
tried writing in 
this manner? It is, 


if you will excuse the expression, an 
art. I remember once being asked to 
provide the Daily Mirror with a pre- 
view piece on the RAC Rally in the 
days when I was struggling to find a 
foothold in journalism. 

Grasping my chance, I wrote this 
splendid piece and was most indig- 
nant when it failed to appear in print 
the following day. Instead, they had 
picked upa story froma news agency 
about some driver's granny who 
would be motoring into the depths of 
Wales or somewhere with her Morris 
Minor 1000 to cheer her boy on 

Thad heard thisstory and filed itas 
instantly forgettable, feeling instead 
that the Daily Mirror readers really 
needed to know that Pentti Airikkala’s 
Escort would be running on a new 
tyrecompound. How blinkered could 
Ibe? 


"Stowe and Club have 
been consigned to 
history. No more will 
they be flat-out 
sweepers...” 


It was like the story of the local 
newspaper reporter who was dis- 
patched toanoutlying village tocover 
the Women’s Guild Meeting. When 
no report was forthcoming the fol- 
lowing morning, the editor rang the 
journalist to be told that there was 
nothing to say because the meeting 
had been cancelled due to the hall 
having. burned down earlier in the 
evening. 

Or, ona larger scale, there was the 
journalist sent ona mission abroad. A 
minor earthquake meant the cancel- 
lation of whatever it was that had to 
be covered. Phoning the office in 
London to ask fora new assignment, 
he happened to mention the earth- 
quake. The Foreign Editor exploded. 
“Earthquake? Earthquake? Why 
didn’t you mention this before?” he 
shrieked. “Well,” came the bemused 
reply, “there's not that many dead“. 

Of course, these things can work 
in reverse. Like Christopher Hilton's 
wonderful story about the cricket 
writer dispatched to covera test match 
in Pakistan. A sudden outbreak of 
civil unrestin the city broughtrioting, 
police baton charges, tear-gas, the lot, 
The reporter, caught off his guard by 
this unpleasantness, phoned in to seek 
some sympathy. There was immedi- 
ate concern from theSports Desk. “My 


GET igen’ 


Silverstone will never ba the same, 


without the Union Jack crash hat 


God,” exclaimed a very British voice, 
“they’re not on the wicket, are they?” 
Some matters in sport are sacro- 
sanct. A week after the British Grand 
Prix, we had the British Open golf 
Championship at St Andrews. I was 
interested to read that the Old Course, 
with more than 150 bunkers, has not 
changed since the year dot; indeed, 
hasnotbeenallowed to change. Itwas 
appropriate, therefore, that one of 
these deadly sand-pits is called 
Walkinshaw’sGrave,asuitable name, 
Ithought, bearingin mind theamount 
of digging which has been going onat 
Silverstone this past month. 


Stowe and Club have been con- 
signed to history. No more will they 
be flat-out sweepers thanks to the 
plans presented by Tom Walkinshaw, 
in his capacity as Chairman of 
Silverstone Circuits Ltd. I can see the 
need for a change of some sort given 
the inadequate run-offareas, but most 
ofthe drivers I talked to were sorry to 
see these corners go; sorry because 
there are very few such comers left 
now, Everywhere, it seems, second 
gear is the order of the day. 

Mind you, Nigel Mansell was one 
of the few drivers in favour of the 
radical changes, and that seems > 


an 


Strange in the light of the wonderful 
manner in which he attacked Stowe 
and Club during the Grand Prix 
Weekend. At the time, of course, only 
Nigel knew that this would be his last 
British Grand Prix and perhaps that 
gave his performance the added im- 
petus of a final curtain call. 

A week lateratSt Andrews, Arnold 
Palmer played his last round in The 
Open. Aged 60, he was feeling the 
effects of mortality as birdies became 
bogeys simply through the inexora 
ble loss of touch. Golf is in his blood, 
justas driving racing cars very quickly 
has been the motivating force behind 
Mansell all these years. How both 
men will cope with the withdrawal 
from centre stage remains to be seen 
The difference, though, is that the 
newspapers will continue to give golf 
prominence thanks to the exploits of 
Nick Faldo and the British contin- 
gent 

The relationship between the 
sportswriters and golfers is quite 
different to that very fine professional 
line which is drawn between Grand 
Prix drivers and the hacks roaming 
around the paddocks of this world. 

I'm told, for instance, that Jack 
Nicklaus is not necessarily all that he 
is cracked up to be in the Mr Nice Guy 
department. But do you get to read 
that? Do you heck. Golf writers seem 
tohaveamorecosy relationship; don't 
rock the boat, that sort of thing. 

It’sa different world, of course. At 


Will Greg and Golf give Nigel his charge in future? 


The Open, for instance, 46 Cie 
world’s top 50 players were , ed 
part. Given the fickle nature 2 i 
game, any one of them wasa pore i 
v inner and the golf writers depend 


-avily on the overnight leader being 
heavily on the ilbeoete 


prepared to give a b ioe 


count of his round Without th 
have no story. So don’t rock the Boat 

It was amusing, therefore, to s 
our friends on the tabloids indirect y 
having a go at Faldo. The trouble 
started when he was drawn to play 


"I'd rather have 
sunbathed at a hotel 
than go to the race 
track. | shall not be 
attending another 
Grand Prix.” 


the first round with Scott Hoch, the 
man who missed the easiest of putts 
togive Faldo the US Masters last year. 
Mr Hoch has not looked too kindly on 
Our Nick ever since. 

The newspaper boys, suffering 
from post-World Cup withdrawal 
symptoms, were onto this quicker 
than you could say Ayrtonand Alain. 
A mild quote from Hoch concerning 
Faldo’s standing among the golfing 
professionals ended up with the 


headline “We All Hate Nasty Nicy» 
The subsequent round of golf wa: 
played ina chilly atmosphere Which 
had nothing to do with the Scotty 


climate 

Of course, such a story did Not 
affect Faldo’s game and neither diq it 
diminish his popularity. The same 
applies to Nigel Mansell’s Various 
exploits over the year - a subject 7 
intend to reflect on in greater detail in 
this column at the end of the season 
and he took the trouble to spend time 
on Saturday evening at Silverstone 
signing autographs 

"The availability of Grand Prix 
drivers wasa subject! had touched on 
in the July issue of Prix Editions. 
Deborah Hage then wrote to say she 
had goneto this year’s Monaco Grand 
Prix in the belief that she could get 
autographs and see the cars in the 
pits. She came away very disillu- 
sioned. Deborah wrote: “Quite a few 
of the people I met were as disap- 
pointed as I was. For the amount of 
money | paid I'd rather have sun- 
bathed at a hotel than go to the race 
track. I shall not be attending another 
Grand Prix.” 

And neither, from 1991 onwards, 
willanumberof newspaper reporters. 
In both instances, it is a sad state of 
affairs but you have to say that Nigel 
Mansell has certainly done his best to 
keep everyone happy. 


OFFICIAL 
DEALER 


performance, 
undeniable 
luxury. 


SS 


IN 


At Guy Salmon Jaguar in Thames Ditton we have an unrivalled 
knowledge and experience of JaguarSport models. 

‘The Jaguar XJR-S 6.0 litre and XJR 4.0 fitré saloon are Jaguars in the 
classic mode, combining race bred performance with unparalleled luxury. 

The XJR-S 6.0 litre V12 engine delivers 318 bhp, powering the car (from 
0-60 in 6.5 seconds) to an exhilirating 160 mph. (Where conditions allow). 

The XJR 4.0 litre saloon also offers remarkable performance, its 251 bhp 
engine achieving a maximum speed of 147 mph. (Where conditions allow). 


‘Together, both cars have a blend of very different virtues which can only 


be fully appreciated at first hand. 
SO, CALL IN OR TELEPHONE TO ARRANGE A TEST DRIVE. 
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JHE size of the Ferraris’ rear 

wings was but a part of the 

reason why Alain Prost failed 

to secure a fourth consecutive 
1990 GP victory at Hockenheim, 
where a thrusting drive by Ayrton 
Senna saw the Brazilian exploit to 
the nth degree the low-rev punch of 
Honda's RA 100E V10. 

The size of those wings — they 
would not have been out of place on 
a car at Indianapolis, so small were 
they — allied to incorrect top gears 
saw that both Prost and Mansell 
regularly sat their screaming V12s 
on the rey limiters. Ferrari had 
dropped a ball in the weeds. 

The chances of an Italian victory 
had already begun to erode in 
testing the previous week, when 
single-handed Prost had experi- 
enced three failures of the ‘qualify- 
ing’ 037 engines. When they were 
working, as had also been the case 
in Le Castellet and Silverstone, they 
were almost a match for the Hondas, 
but with reliability so suspect there 
was no way they could be used for 
the race, Add to that the fact that 
Honda had brought along version 
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four of the V10, with higher revs 
and a mite more power, and the 
balance began to swing back in the 
ee team’s favour at the 
fast track with it: M i 
eee 'S point-and-squirt 
Two hyper-slick pit sto 

Senna (6.2s) and Bare (Coches 
disaster for Prost (14.9s) meant the 
Issue was settled once and for all 
anyway, but by the time the French- 
man and: the Austrian took the 
inevitable decision that, after all, 
they would have to stop for fresh 
Goodyear Cs, the writing was o; 
the wall: the Ferraris just wer "t 
re a this weekend, ay 
_ Senna, who had crus} F 

in es with a rae 
winning lap a whole 
half better ea Prost, had ai 
built a 2.4s lead over Gerhard, mane 


on lap 16. When he came j, : 
later, Ayrton had 15s ay fae 


RIX CHAMPIONSHIP 


AD 


looked for all the world like an easy 
winner. The tyres that came off his 
MP4/5B looked like new; Berger's 
were in ruins. That told the one 
story that really mattered. These 
days in Fl the man in front has the 
advantage; the man behind has the 
turbulence and the — tyre-killing 
understeer. 

And yet, Hockenheim was not t0 
bea story solely about McLaren and 
Ferrari. Williams Renault has fallen 
off the pace badly since Imola 
(Patrese’s Mexican qualifying pel” 
formance apart), but since Canada 
Benetton has steadily been improv" 
ing, The B190 chassis looks good, 
and some hard, work by Coswor' 

ad seen another four of the Ford 
HB Series IV V8s readied since 
Silverstone. In Britain, since there 
Were only two, they had been use 
in the race. Now they could be used 
in qualifying too, and Nelson Pi 
thes Pace in testing had suggest 

© Witney team had a strong 
Outside chance, 

Nelson screwed up by locking UP 

}o!ng into the second chicane OM 
‘4p 11, when he was running sh 


behind the McLarens and Ferraris, 
and Patrese. Thereafter, however, 
Sandro Nannini took up the cudgels 
for Benetton, and damned nearly 
bludgeoned Senna with them. 

In Mexico Williams had chosen 
the harder compound Goodyear Bs, 
and had suffered. In France, Leyton 
House had used them to brilliant 
effect. In Germany it was Benet- 
ton’s turn, and as Senna accelerated 
back into the fray after his stop, it 
became a race between pit lane and 
pit straight. 

“1 saw the blue flag being waved 
at me,” he said, “and as I got back 
on to the track Nannini came past 
me.” 

It was touch and go down to the 
first chicane as the McLaren so 
nearly got back in front, but Sandro 
was on well warmed tyres 
approaching their prime; Ayrton 


In the cockpit of car 19 
Nannini was having 
mixed emotions. 


was on tyres that, though pre- 
heated, were clearly not up to full 
temperature. Had he managed to 
pull ahead a dull race would have 
become a terrible procession. In- 
stead, it received a 16-lap stay of 
execution. 

In the cockpit of car 19 Nannini 
was having mixed emotions. After a 
period of estrangement he was 
beginning to move back into 
contention for a fresh contract with 
Benetton, but a sizeable accident in 
the third chicane on Friday, which 
destroyed another chassis after he’d 
spun and backed it into the wall at 
speed, tended to militate against 
such a chance. It was thus a nerv- 
ous Italian who had come to the line 
well aware that much hung on a 
good race. 

After passing Piquet during the 
latter's chicane excursion, Sandro 
then nabbed second place from 
Patrese on lap 18, just in time to 
prevent the Italian taking the lead 
during Senna’s stop. ’ 

It was easy to fall into the trap of 
expecting Ayrton to blow by the 
Benetton, but after a couple of laps 
in its slipstream he actually drop- 
ped back. Now as a cynic I can’t 
help but feel that at the German GP 
stage of the season Ayrton would 
grab any chance (particularly as he 


‘Nannini and Benetton put life into the heart of a dull 
race. 
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dificult weekend ended early — too early? 


is still negotiating with Ron Dennis) 
to stress his dissatisfaction with 
McLaren’s technical state, and thus 
his remarks about the Benetton 
have to be tempered by such con- 
siderations. Nevertheless, _ they 
were interesting. 

“The car was very good in the 
corners, but also very strong on the 
straight. Whenever I got too close 
my airbox seemed to get blocked so 
the engine lost a little power, so I 
couldn’t quite get past,” admitted 
the Brazilian. 

Indeed, for lap after lap it seemed 
as if the McLaren was stymied, and 
Nannini did a very good job of 
holding on to the lead. Senna might 
well have been able to run faster 
had he been in front, but in the 
green car's turbulence there seemed 
little he could do. It was mighty 
encouraging for a team that really 


Capelli caught the eye again without the points to show. 


does seem to have made some 
sérious progress this year. 

The bubble burst on lap 34, when 
Ayrton got a really good run at 
Sandro coming out of the second 
chicane and, despite the Italian's 
efforts to shake him from his tow, 
just managed to scrape ahead in to 
the third. From then on it was all 
over bar the top three’s determina- 
tion to minimise post-race ques- 
tions. Senna won as he pleased, 
thus breaking Prost’s run, equalis- 
ing the 1990 score four all, and 
drawing level with Juan-Manuel 
Fangio’s 24 GP victories. 

Nannini looked to be in little 
trouble from Berger, who com- 
plained afterwards that his engine 
had been poor — I wonder if Mr 
Osamu Goto (who, incidentally, 
has never come back to me after his 
1989 German GP lecture on Alain 


wun 
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Prost’s shortcomings as a driver of 
normally aspirated F1 cars) thought 
of that? The Austrian must have 
been wondering if he would ever 
win a race in a McLaren, but came 
close to catching the Benetton in the 
final stages when, the team said, it 
had damaged an exhaust. It certain- 
ly sounded that way, but Nannini 
had already let the cat out of the bag 
before the team made its statement, 
by admitting that his oil tempera- 
ture had been rising worryingly 
With Piquet retiring on lap 24 with a 
broken HB, it gave both Benetton 
and Cosworth a bitter-sweet after- 
noon. 

After hitting his rev limiter so 
often during the latter part of the 
race Prost elected to ease off in case 
he caused any lasting damage, and 
was nearly caught by Patrese on the 
line for fourth after Riccardo had 
driven the wheels off his difficult 
FW13B. Boutsen, meanwhile, after 
dropping back in an earlier dusty 
moment coming into the stadjum 


It was just another 
unhappy chapter in 
Mansell’s 1990 book of 


disaster 


on lap three, tried to eke out his 
original set of Cs before realising it 
wouldn’t work, and thus pitted far 
too late. He set fastest lap in his 
recovery, which took him past Ivan 
Capelli’s well-driven Leyton House 
in the closing states and home to 
the final point 

_And Mansell? The Briton had a 
difficult weekend, getting baulked 
Out of a possible third slot on the 
grid by Berger on Saturday after- 
noon. He was right with Prost 
when he understeered wide at the 
Second chicane on lap 15, and 
damaged the underside of his Fer- 
tari. At the end of the lap he 
crawled straight into his pit garage 
and departed, but team insiders 
were far from convinced that the 
damage had been serious enough to 
warrant retirement, It was just 


another unhappy chapter in his 
1990 book of disaster. 

Perhaps the greatest drama in a 
dull spectacle had come at the start. 
The Brabhams had been in trouble 
with their gearboxes and new 
clutches all weekend, and as Mod- 
ena was slow away and Brabham 
himself dodged round him, Pirro in 
the sole Dallara clipped the BT59 
and spun backwards into the pit 
wall. His left rear wheel was torn off 
and Alliot was momentarily hem- 
med in in his Ligier before the 
marshals saw him on his way. 

For a while it looked as if Pirro 
was in trouble, as Prof Watkins 
attended him as he still sat in the 
cockpit. Yellow flags were waved 
frantically along the pit straight as 
the Roman was treated for whiplash 
and a nasty crack on the head 
where his helmet hit the rollover 
hoop's fairing, but fortunately he 
was otherwise unharmed. 

For the rest the German GP was 
equally forgettable. Lotus struggled 
all weekend with a chassis that 
lacks torsional rigidity. It lost Mar- 
tin Donnelly with an exploded 
clutch on lap two (just as it seemed 
due to lose Camel sponsorship at 
the end of the season), and the 
Ulsterman was less than delighted 
at the prospect of a two-mile walk 
home. Dear old Derek Warwick, for 
once miffed by all his ill fortune, 
drove his heart out and finally had 
some reward with eighth place in 
Capelli’s wake, unable to capitalise 
on the CG901's loss of fourth gear 
or the fact that it had broken a valve 
spring. 

Caffi and Larini survived for 
ninth and tenth to give some mea- 
sure of satisfaction to Arrows after 
Alboreto had retired early with a 
fading engine, and Ligier, for 
whom Alliot was eventually dis- 
qualified after 13 laps. In the start- 
line mix-up the marshals had not 
only managed to undo his belts 
while pushing the JS33B, but also to 
press the ignition kill switch. It was 
for his push-start that Philippe was 
booted out. After two big spins on 
his birthday, Saturday, it was all he 
needed. 

“Surely there should be some 
exemption when there is force ma- 
jeure like that?” he protested with 
impeccable logic. 

The Larrousse Lolas looked set 
for eighth and ninth behind Capelli 
right up until Suzuki's quit with a 
blown clutch on lap 33, and then 
three laps later Bernard's rolled to a 
halt on the entry to the stadium 
when the fuel pressure zeroed. 


G 
Ups and downs as Pirro (above) gets ready 
for a quick and painful finish. 
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Engine failures accounted for 
Nakajima, Martini, Gugelmin and 
Brabham, while Foitek spun into 
the Sachskurve gravel on lap 20 
when being passed by Monteverdi 
team-mate JJ Lehto as the Finn 
unlapped himself. JJ had stopped 
earlier for a replacement spark box, 
and later bent a track rod arm by 
bashing a chicane kerb. In the 
closing stages he also began to shed 
his rear bodywork, but at least he 
managed to finish at last, and had 
been mightily relieved in qualifying 
to discover the reason for his rela- 
tive lack of pace since Montreal. 
Somebody had put the differential 
in the wrong way round, . . 

Perhaps the most controversial 
figure all weekend was Jean Alesi, 
who had called an ill-advised press 
conference in qualifying to chastise 
the press for speculating about his 
future, and thus taking the edge off 
his driving. The speculation, of 
course, had nothing to do with the 
number of teams to which he had 
been talking. The Tyrrell was a 
mighty struggle at Hockenheim as 
he had known it would be, and he 
eventually retired with a broken cv 
joint when lying an unhappy tenth. 
Along the way he'd overshot his pit 
during his tyre stop and had to go 
round again. Maybe he was con- 
fused on entering the pit lane and 
couldn't decide whether to stop at 
Ferrari, Williams or Tyrrell . . . 


For once Alesi seemed to lose his way: too much talk, not enough drive, 
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in the Alfa Sud series 

and I liked the circuit 
straightaway. I drove a lot in Ger- 
many in my early career and I still 
like it just as much. It has a great 
atmosphere in the stadium section 
and some really fast straights. 

“It is also a little bit like a home 
Grand Prix for me because the 
language is the same for me and we 
don’t have any Grand Prix any 
more in Austria. That's why I feel 
Germany and Hungary are both like 
home Grands Prix for me.” 

For Gerhard, the German race 
also means a busy weekend with a 
hectic round of engagements in the 
paddock and in Heidelberg in the 
evenings, including the annual Boss 
dinner party on the night before the 
race when he made a brief appear- 
ance before leaving for an early 
night. 

That, of course, came after two 
days of qualifying in the high 
temperatures at the long wood- 
lined circuit for the former Ferrari 
driver. 

“Friday was quite a good day for 
me and I had quite a good second 
lap, but Martin Donnelly was in the 
way and that destroyed my lap just 
two corners before the end. If it 
hadn‘t been for that I would have 
had an even better lap. But I was 
happy and it was okay for me. 

“T had a sticking throttle a couple 
of times on my second run too and a 


vii HE first time I drove at 
Hockenheim was in 1981 


“tt hurt me a bit not to 
have a chance to go for 
pole” 


bit of understeer. On my first run, | 
tried to make room for Donnelly 
coming into the stadium, but I think 
he was a bit nervous and he went 
Seepnthe oulside. ee s 
might have been pa me 
pak intet On Saturday, i eee a 
bit not to have a chance to go for 


FROM THE 
COCKPIT 


Gerhard Berger arrived in 
Hockenheim searching for his 
first win _ since joining 
McLaren and his first since 
triumphing for Ferrari at 
Estoril in 1989. He and his 
Honda-powered team-mate 


Ayrton Senna were also deter- 
mined to end Alain Prost’s 
treble of Ferrari triumphs, 
Timothy Collings reports 
$$$ ports 


(Ulspert/Pascal Rondeau) 


pole because we made a decision to 
work on our race settings. It was the 
right decision to do that for the 
team 

“We worked on full tanks all day 
and did not try qualifiers. Of 
course, it was a worthwhile exer 
cise, but it was a shame for me, 

“We learned a little bit and that 
always helps. I had one little inci- 
dent when Mansell was on a flyin 
lap late in the session and I didn’t 
see him. It was as simple as that and 
I had no problems with him about 
that. 

“The chassis felt much better all 
this weekend and it has been gett- 
ing better all the way through the 
season for me. More and more 
comfortable and I am sure we will 
be very competitive for the rest of 
the year. I certainly hope so. 

“In the race, I found the Ferraris 
were just behind me and I had to 
push hard which I did not want to 
do. I wanted to take it easy for the 
tyres — we chose to use the softer- 
compound C tyres and I wanted to 
conserve them, but with the Ferrar- 
is right behind me, I couldn't. 

“My engine did not feel very 
strong and I couldn’t use the slip- 
stream. I wanted to overtake AyI- 
ton on the straight, but even with 
the slipstream I couldn’t manage it. 

.Then I decided to make an early 
Pit stop because I had some under 
Steer because my tyres were worn. I 
Wanted to see what I could do in the 
Second half of the race. After the pit 
Stop I came out and I was behind 
Nelson Piquet’s Benetton but ! 
could not get past him. I could not 
find any way, 

., ‘I did not have the best engine 5° 
it was quite difficult, He always 
Pulled away from me on the 
Sraight. So I decided just to try and 
ean Sopsintently and conserve 
aide car was not too bad but it 
a i have a little bit too me 

ree and that with the Bhi 
finich oS Tite happy, all in al 

h with third aay 


AT THE 
TRACKSIDE 


Mansell adamant about quitting 

Nigel Mansell, looking more re- 
laxed than ever, stressed he was 
adamant about retiring at the end of 
the season. “Changing my mind?” 
he said. “You know me better than 
that. I’ve been working hard at my 
golf and enjoying being with my 
family and they are going to be my 
two priorities in the future.” Man- 
sell said he was keen to enter 
another professional golf tourna- 
ment, but made it clear he would be 
giving nothing less than his best for 
Ferrari in the second half of the 
season. He also revealed that dur- 
ing the British Grand Prix, where he 
announced his retirement, his Fer- 
rari semi-automatic gearbox had 
changed gear 17 times on the Han- 
gar Straight on one lap alone, in- 
stead of the usual three changes. 
“We've been having a laugh about it 
in the pit just now,” he said. “But I 
can tell you it was not very funny at 
the time.” 


Lotus not forsale, says Chapman 

Clive Chapman, Camel Team Lotus 
commercial manager and son of 
founder Colin Chapman, strongly 
denied stories that the Norfolk- 
based team was poised to be sold to 
a consortium. “We are not selling 
the team, Lotus will be racing next 
year and our aim is to win races and 
get back to the top again,” said 
Chapman when asked about 
mounting speculation that Camel 
were ready to end their spon- 
sorship, leaving the team and 
Chapman family an insecure future. 
Chapman also suggested that there 
would be more definite news about 
the future of Lotus during August 


Alesi admits to uncertainty over future 

Jean Alesi called a chaotic news 
conference after qualifying on Fri- 
day to announce that he did not 
know what he was doing in 1991. 
Ken Tyrrell, sitting beside him, 
stressed all the merits of staying on 


with Tyrrell for the arrival of the 
Honda engines, but virtually admit- 
ted that contracts are made to be 
broken. It was a strange exhibition 
and, by some distance, the most 
confusing press briefing of the sea- 
son. Alesi, who spoke softly and 
only in French against the back- 
ground noise supplied by the For- 
mula 3000 qualifying, admitted he 
had spoken to “all the teams” 
including McLaren, but did not 
know what to do. “Thank you,” 
said one journalist afterwards. 
“Now we know much less than we 
did before.” 


Capelli to Ferrari for 1991? 

Rumours that Ferrari were poised to 
sign Ivan Capelli for 1991 if they 
failed to lure Jean Alesi away from 
Tyrrell were news to the Italian 
when he spoke to Prix Editions on 
Saturday evening. “I have not been 
contacted by Ferrari at all," he said. 
“Tt would be very nice if they did 
want me — but I wish they would 
hurry up. . . [think all the teams in 
the pit lane want me after the last 
couple of races.” 


Formula One heavyweights 

At the annual mid-season weigh-in 
the EuroBrun pilots turned out to be 
the heaviest and the lightest. 


Claudio Langes proved the — 

One heavyweight, weighing in at 87 _ 
kgs, while Reber Nenad made 
just 57 kgs. For the record Prostand — 
Mansell were 63 kgs and 79 kgs 
respectively. Surprisingly McLaren 
drivers Ayrton Senna (70 kgs) and 
Gerhard Berger (73 kgs) were simi- 
lar weights despite their height 
difference. 


Osella changes 

Osella’s new factory at Bergamo, in 
Italy, built by sponsor Fondmetal, is 
due for completion in December 
and will contain high tech facilities 
such as a composite workshop. 
They are also close to completing an 
exclusive agreement for use of a 
wind tunnel and are searching for a 
chief designer. Osella are waiting in 
the wings hoping to get Lamborghi- 
ni engines should Lamborghini's 
current line-up at GLAS, Lotus & 
Lamborghini alter. 


New Australian circuit 
Work on Sydney’s Eastern Creek 
raceway is due to be completed 
before the end of this year and the 
circuit has an agreement to hold the 
first Group C race of 1991 in March. 
A four-man consortium are spend- 
ing US$15 million on the 3.93 km 
track and its facilities, including 50 
pit garages which are said to have 
FIA approval. The circuit will have a 
capacity of 150,000 and is close to 
the four million population in Syd- 
ney. Lap speeds are expected to 
average around 175 km/h and the 
circuit held its first race (motor 
bikes) — in the presence of 18,000 in 
mid-July. 
Coloni 
Coloni announced in Hockenheim 
that they would be powered by 
Cosworth DFR engines after 
withdrawal of Subaru. The 
swop didn’t do the team 
as Bertrand Gachot failed 
quality but the team 
consolation in the 

rt of 
poe Goodyear 


Circuit length: 4,223 miles/6.797 km | 
1990 FORMULA ONE A Japs (190.201 miles/306.090 km) 
GRAND PRIX Race distance: 45 lap: RACE CLASSIFICATION 
RACE No. NINE Pos. Driver No. Nat Car Laps Time/Retirement 
1 A Senna 27 «Bra ~~ McLaren-Honda (G) = 1:20.47.164 
2 A. Nannini 19 ta Benetton-Ford (G) 45 1:20.53.684 
HOCKENHEIM 3G. Berger 28 Aut McLaren-Honda (6) 45 1:2055.717 
4 AProst 1 Fra Ferrari) 45 1:21.92434 
5 A. Patrese 6 ha Williams-Renault (G) 45 1:21.35,192 
6 T. Boutsen 5 Bel Williams-Renault (6) 45 1:22.08.655 
7 |. Capeitt 16 fa Leyton House-Judd (G) “4 
] 8D. Warwick 11 GB —_Lotus-Lamborghini (6) “4 
9 A Caffi 10 Na Arrows-Ford (6) “4 
10 N. Larini 2 ta Ligier-Ford (6) 43 
29 JULY 1990 11 J. Alesi 4 Fra Tyrrell-Ford (P) 40 
RJ. Lehto 36 Fin Monteverdi-Ford (6) 39 Ignition 
RE. Bemard 29 Fra Larrousse-Lamborghini (6) 35 Fuel pressure 
RA Suzuki 30 Jap —_Larrousse-Lamborghini (G) 33° Clutch 
RS. Nakajima 3 Jap Tyrrell-Ford (P) 24 Engine 
RN. Piquet 20 Bra Benetton-Ford (6) 23 Engine 
i RP. Martini 23 Ita Minardi-Ford (P) 20 Vale 
CHAE oe RG. Foltek 35 Swi Monteverdi-Ford (6) 19 Spun 
NSHIP RN. Mansell 2 GB Ferrari(G) 15 Undertray & endplate damage 
R M.Gugelmin 15. Bra_—_Leyton House-Juda (6) 12 Stone in engine Li See pre. spate to parkectian 
RD. Brabham 7 Aus — Brabham-Judd (P) {2 Engine 
Pos. Driver Total R M. Alboreto 9 ta Arrows-Ford (6) 10 Engine 
1 Ayrton Senna 48 R M. Donnelly 12 GB ‘Lotus-Lamborghini (G) 1 Clutch 
2 Alain Prost 44 RE. Pirro 21 Ita Dallara-Ford(P) 0 Accident Fastest Lap: T. Boutsen (5) Lap 31 
3 Gerhard Berger 29 RS. Modena 8 lta — Brabham-Judd (P) 0 Clutch 1.45,602, 144,089 mph/231.882 kav/h 
4 Thierry Boutsen 18 P. Alliot 26 Fra —_Ligier-Ford (6) Disqualified for push start (G) = Goorayeat tyres. (P) = Prem tyres 
Nelson Piquet 18 
6 Jean Alesi 13 
Nigel Mansell 13 
Alessandro Nannini 13 
9 Riccardo Patrese 12 
10 Ivan Capelli 
11 Eric Berard 4 FASTEST LAPS NON QUALIFIERS 
12 Alex Caffi 2 
Stefano Mod 2 
14 Satoru Nakajima A 27. 145,711 3. 149.128 @ 47th pole and 24th victory (equals Fangio) for 
Aguri Suzuki 1 19, 1.46.146 3 1,49,896 Senna. 
Derek Warwick 1 28. 1.46098 20, 146.949 7 
Tata mie © Nannini'sbest finish of 1990. 
6. 1.48891 9%. 1.51.456 © Senna's hat-trick at Hockenheim. 
‘5. 1.45.602 2 147.268 
CONSTRUCTORS’ 16. 1.48799 15. 1.50.255 © Firstfastest race lap of Thiery Boutsen’s career. 
WORLD Arion Sewa 1404198. 27 Beye Le er © ‘Nextrouns: Hungarian GP, Budapest, August 2th. | @ Dinas complained of lick balance he AGS 
Alain Prost 117 28 Gerhard Berger 1,40.434 %, 1.48502 12. 207.182 (© Geax problems forDe Cesar Daa). 
CHAMPIONSHIP Feat} 7324 McLaren-Honda MEAS 4.148421 
Riccardo P; 2 Nigel! Manselt 1,42.057 36. 1.50173 
ae Ba ree, 142195. Fora 64 29. 1.49071 
1 Mclaren a Nelson Piquet 1.42872 29  * ‘Terry Boutsen 1,42.380 
2 Ferrari a7 Benetton Ford 8190 Woiams-Renautt FW138 
3 Benetton 31 Alessandro Nan 4 Jean Alesi 143.255 
4 Willams 30 Breton FaaB190) 1.43594 49 Tyrel-Ford 019 Bird's-eye view. 
5 Agu Suk soa 144368 29 16 Wan Capel ees 144,349 
F i 
8 Salory Nakajima 1.44659 29 Eric Bernard 144.496 
feta ford O19 Larrousse- Lamborghini 90 
pis diol 148237 9 «8 Maurco Guglmin 1.45.193 
Stefano Modena Rie re House-Judd C6901 
Batten haiBrey 145547 g rhe Warwick 145,244 
Michel athlete! 
Mn Aborto 145755 g 10 Aexcati 1.45,604 
David Brabham 2 sacle 
Brabham Jus 8759 146110 7 Martin Donnelly 1,45.790 
Emanuele Piro F 25 ‘oe ta 87 3 Gosnell Ue 210.786 
did Pye acl EL rei 14a © Gabriele Tarquin’'s AGS was jumping out of gear. 
by had the usual = 
Mrs Fayoney 1488657 gg 28 Phillope lot 1.46596 bp ee 
35 ger Ford sss © Fist tme in 1990 Liger has had to survive the 
Gregor Foitek 1.47209 Fray moring ature. 


‘Manteverd-Ford ORE. 


1990 FORMULA ONE GRAN 
RACI 


D PRIX CHAMPIONSHIP 


(AllsportPascal Ronde 


\ NE way or another, the 
Hungarian Grand Prix was 
pall about Williams. Before 
w/the first wheel had even 
turned, the paddock was awash 
with the two most popular 
rumours: Senna to Williams, Man- 
sell out of retirement and off to 
McLaren in his place. 

Of course, any kind of confirma- 
tion of either suggestion was as rare 
as a virgin in a brothel, reactions 
from the parties concerned ranging 
from feigned disinterest to self 
righteousness. “All I’ve talked to 
Senna about recently is aero- 
planes,” said Frank Williams with 
what he thought to be glib wit. 
“How many he can buy with his 
jams contract,” muttered a team 
insider. “I have not talked at all to 
Nigel Mansell, nor will I talk to any 
other driver until Ayrton has given 
me a firm answer one way or the 
other,” said Ron Dennis. 

It passed the time away, and even 
conjuréd up hope for a dramatic 
1991 season: Senna in an FW14, 
Prost in a Ferrari F1/91, Mansell in a 
V12 McLaren MP4/6. Dreams come 


x 
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easy with a glass o| 


in the Elf moto) f Hungarian red 


rhome on a sunny 


When qualifyin 


story was still abou Tad ended the 


t Williams, in an 


needed after its rece 
ing showings, In thi: 
Riccardo Patrese 


intense pressu 


Y qualifying run 


Cars, Indeed, both 


jor oversteer in the right-hander at 
the base of the hill after the pits, 
and both slid off in the fast chicane 
trying to win back a front row 
Position. From struggling wi 
understeer and generally poor poise 
all through Friday, Patrick Head's 
cars had suddenly found theif 
rhythm. 

Boutsen it was who won the drag 
race down to turn one, the only 
Place where overtaking is truly 
Practicable at the twisty Hungaror 
ing, but though Patrese was alongs 
ide him almost to the braking area 

erger’s lunge for the outside Wo" 
him second and established that the 
elgian would have to live on his 
iad for the next 47 laps in # 
ehspeed game of follow my leae 
th atrese, in turn, would pressure 

© jAustrian, with Mansell a™ 
Sandro Nannini also playing !8:. 
eee all over again, and ag 
aif nc that, while the openit 
Tak might be a predictable stale” 
ele all things being equal), 
Ha © should come alive in the . fee 

5 stages. And that is precisely! 

w it all tumed out, 


Their cars ate their 
Goodyears, 


Of the Big Four, Williams had 
made the most progress in Hung- 
ary, but for Ferrari and Benetton 
things had been less fruitful in 
qualifying as their cars ate their 
Goodyears. Mansell couldn’t start 
higher than fifth (nevertheless a 
much better slot than his 12th in 
1989), while Prost was trapped on 
the outside of row four, unable to 
get his F1/90 going on the new 
construction and compound 
Goodyear E qualifiers. 

Interestingly, both Mansell and 
Berger outqualified their smoother 
team-mates, suggesting perhaps 
that the Hungaroring demands not 
so much featherlight precision as an 
aggressive throw-the-car-in approach 


to get the best from its rubber. With 
little inherent grip in the surface 
itself, it has always been a circuit 
that presents some formidable set- 
up problems 

Senna’s start had been poor as he 
was obliged to back off in turn one 
to avoid hitting Mansell, and then 
had the opportunist Alesi snatch 
fifth place by grabbing the small 
inside gap going into turn two. The 
Frenchman had been in scintillating 
form in the Tyrrell as he topped 
Friday morning’s timesheets, and 
though he lost relative pace as the 
weekend progressed, his sixth grid 
slot was as much a testimony to his 
aggression as it was the Tyrrell’s 
handling, the power Brian Hart has 
squeezed from the Cosworth DFR, 
and the legendary grip of Pirelli’s 
qualifiers 

Raceday was to be adventurous 


Take 1: Senna nears the point of no retum — for Nannini, that is. 
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for him, however, following two 
morning warm-up mishaps. For the 
first 20 laps he held Senna at bay 
brilliantly until the Brazilian finally 
got a good enough run at him to 
sneak by into turn one, and though 
Nannini soon followed suit, Jean 
nonetheless kept the 019 in play 
until yielding to the inevitable 
horsepower advantage of Piquet's 
Benetton and Prost’s Ferrari. Sadly, 
a tangle with Martini led to retire- 
ment for both and a lengthy public 
debate between the two. Piero had 
been slow all weekend as Minardi 
struggled for performance, and had 
earlier held a train of 10 cars — 
Pirro, Nakajima, Capelli, Donnelly, 
Gugelmin, Suzuki, Modena, Caffi, 
Alboreto and Larini — at bay for 
some 18 hectic laps before Ivan 
finally found a way to the front of 
the queue and then pulled away. 
Martini had then stopped for tyres 
before rebuffing a rather opportun- 
ist move by Alesi in the final hairpin 
before the pit straight. “I'd been 
following him for some time, un- 
able to overtake, and his tyres were 
throwing up rubber which was 
beginning to stick to mine and 
upset the handling,” said Jean. “I 
had to try it.” 

With Nakajima already going off 
on lap 10 with a minor braking 
problem, and then exacerbating 
things by wiping off the rear wing 
trying to spin-turn out of the gravel, 
Tyrrell’s Hungarian weekend en- 
ded with disappointment on a cir- 
cuit where Uncle Ken had har- 
boured high hopes. The lack of 
development on the 019, as all the 
technical effort is focussed on the 
020, was never more apparent. 

As things settled into a pattern by 
half distance, Boutsen still led, fol- 
lowed by his three ardent pursuers, 
but Senna’s challenge had received 
a setback in the form of another 
stone-induced puncture which mil- 
led out part of the wheel rim. This 
time he made it back to the pits for 
fresh Cs on lap 22, and thereafter he 
really began one of his fearsome 
charges that had him back with the 
leading quartet by lap 50. By then 
Prost had gone, the victim of sud- 
den drive loss on lap 37 which 
pitched him into the wall at the start 
of the pit straight. It was his first 
retirement since Monaco, and made 
all the worse by the fact that he 
believed he had kept his tyres in 
perfect condition ready for an all- 
important charge in the closing 
stages. 

Then it was Berger's turn for 
trouble as he pitted for new tyres on 
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Does loss of drive leave Alain with a lack of drive for 
the title? 


lap 48, and Nannini began to look 

very good as he homed in on 
Boutsen by lap 56, Patrese having 
lost his briefly held second place for 
his own tyre stop. Before then, 
however, the Italian team player 
had unselfishly restrained his rivals 
in an effort to let his team-mate 
build a cushion in the lead. It was a 
truly sporting gesture. 

Unfortunately, it didn’t work, for 
Boutsen’s tyres were losing their 
edge and Nannini and the flying 
Senna reeled him in. He had a 
modicum of respite as Ayrton then 
despatched Sandro by the simple 
expedient of driving him out of the 
way at the fast chicane, Suzuka- 
style, thus ending a challenge from 
the most improved F1 driver of the 
year. 

Eight laps later the furious duel 
between Mansell and Berger for 
third place, inches behind Boutsen 
and Senna, saw the Austrian pull a 
duplicate move on the Briton, who 
injured both wrists as the steering 
wheel whipped round. Both he and 
Gerhard were retirements. 

If three sources of pressure on 
Boutsen were thus relieved, the 
worst was not, for Senna had a 
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years, whereas Thierry 
really struggling, not 
rlous state of his 
th some serious 
It seemed only 
before Ayrton 
walling Jim 


McLaren wi 
fresher Goody 
was by now 
only with the par! 
tyres, but also wil 
worrying vibrations 
a matter of time 
would be celebrating eq 


G 2: 
Clark and Niki Lauda’s record of) 
GP wins. And yet Boutsen was 


driving with absolute precision de- 


y 
spite understeer and spongy 
rakes) and when he slammed the 
door on Senna’s final turn one 
lunge at the start of lap 77, he had it 


The demise of Nannini, 
Berger and Mansell 
promoted a surprised 
but grateful Piquet to 
third. 


in the bag. It had been his first pole, 
his first front row start even, and 
now it was his first GP win ona dry 
toad. It had been achieved in style 
and under intense pressure, and 
they don’t come any harder. 

The demise of Nannini, Berger 
and Mansell promoted a surprised 
but grateful Piquet to third, the 
Brazilian coping with a major throt- 
tle problem that made his Series IV 
Ford's power very much on or off 
with no. sensitivity in between, 
while the gallant Patrese recovered 
from his stop for fourth. 

Fifth was a nice result for Derek 
Warwick, who drove his heart out 
all weekend in a Lotus that was 
markedly more predictable than it 


Take 2: Berger's copycat move on Mansell woud 
one ° 
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aw the claws from both, 
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was in Silverstone or Hockenheim 
and despite losing braking power 
halfway through, Delboy was able 
to keep well ahead of Eric Bernard's 
stylishly driven Lola, which was 
also having trouble with retardation 
after half distance 

Had he not been trapped for so 
long behind Martini and Pirro, and 
then dirtied his first set of Goodyear 
Ds by politely going off line to let 
the leaders by, Donnelly might well 
have taken his first point from 
Bernard, but was still content to 
have caught and passed Mauricio 
Gugelmin’s strongly driven Leyton 
House which had survived a brief 
turn one spin on lap 30 when a long 
brake pedal caught the Brazilian 
out. Team-mate Capelli finally 
broke his gearbox after third began 
jumping out of engagement, while 
of the monster queue Caffi, Pirro, 
Larini and Alboreto (the latter trio 
stopping for tyres) annexed posi- 
tions nine to 12. Suzuki dropped 
out with a down on power engine 
which eventually quit on lap 37, 
and Stefano Modena joined the 
initially fleet Andrea de Cesaris 


Copybook stuff: Boutsen beat back the pressure on and off the track. 


(seventh on the opening lap and a 
top 10 runner until the eighth) on 
the retirement list, both with blown 
tyres. 

In only his second race of the year 
Gabriele Tarquini found himself 
fatigued but delighted to bring the 
AGS home 13th ahead of Alliot, 
who pitted for a new nose on the 
opening lap, and again later for 
fresh tyres, and Paolo Barilla was 
the last runner at the finish in a 
sluggish 15th. 

As Thierry Boutsen crossed the 


Tiger tactics cost Alesi dear. 


finish line, Ayrton Senna was a 
scant 0.288s behind, happy with his 
six points and the 10 point advant- 
age it gave him in the championship 
chase. “I never remembered in the 
past two years being 10 points 
ahead at this stage of the season,” 
he said reflectively. “It is a totally 
different championship this year, 
and we are driving different cars. I 
thought Ferrari would be very 
strong here, but this is a beautiful 
result for me.” 

He left Budapest thinking of 


McLaren’s aerodynamic improve- 
ments that he would be testing at 
Monza only days later, of the way 
in which the handling problem of 
Le Castellet and Silverstone had 
been chased a little further down 
the road. And he thought, too, of 
how well he could expect his 
McLaren Honda to go at Spa and 
Monza 

But perhaps most of all, he won- 
dered even more about 1991, about 
his choice of team, about the day's 
winner. About Williams. 


‘Some reward for liontieart Warwick in @ tough weekend for Lotus. 
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Ms like the Hungaroring  cir- 
cuit and 1 like the city of 
Budapest. It is quite an old 
city and itis very nice. And 

I like the circuit because | think it is 

not too bad at all. It is safe with 

good run-off areas and it is not too 
dangerous. It is well-designed and 
all the facilities are quite good. 

“Unfortunately, it proved not to be 

too well-suited to the Brabhams. 


We have had a few problems with 
the new car with new gearbox and 
the new suspension and we have 
not managed to test very much, 

“Everyone thought the Pirellis 
would work well here and mostly 
they did, but in our case it was the 
car which was not working 
properly. 

“This was clear on Friday. I didn’t 
have any particular incidents and | 
tried both cars — the race car and 
the T-car. We had a few problems 
with the gearbox and with the 
handling and we were not able to 
cure itatall. 

“In the afternoon, we managed to 
do a reasonable time, but not a 
fantastic one, but we did it with the 
new car. The thing was that we 
couldn't find any difference be- 
tween using race tyres and 

qualifiers. 
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Stefano Modena flew to 
Budapest hoping to end a 
barren run without a point 
since the season-opening 
United States Grand Prix in 
Phoenix when he finished 
fifth. Timothy Collings re- 
ports. 


“Tt was a difficult 
‘ ion fi 
ba in the afternoon because Thita 
oul traffic on my qualifying laps 
and it is so difficult to pass an : 
Treally felt we w ath 
best out of the » but it 5 
mainly a handling problem. ss 
Usually, there is a difference of 
ne Second or one and a half 
ae On Saturday, we it ; 
old gearbox in one car ees 
managed to Bet 28th pla 
managed to improve b 1 oe 
pe oi Some difference be. 
an Tace ; 
gualifying vies ieee ad 
‘a8 workin 
Thee ig better, 


iter 
played with the watt Session, We 


50 on and in the afte see and 
car 


felt pretty quick. I think I ¢q, 
have gone faster, but I hit traffic 
again 

“Really, all the problems we ha 
were caused by the fact that We ju 
had not had time to develop the 
new gearbox at all. Tyre choige fog 
the race was always going to be 
important, but in the end it wag 
engine which let me down, | Bot 
quite a good start and I was usj 
the old car with the old longituding! 
gearbox and I felt quite happy, 
was shadowing Donnelly until [ 
had a spin. This was a problem, but 
I kept the engine in and restarted 
without any real trouble, but, of 
course, it dropped me down a few 
places. 

The car felt all right at this ti 
and the brakes were good and the 
tyres were fine. But I felt I just’ 
couldn't stay with the others and 
then, at the midway stage, the 
engine blew over the start-finish 
line and that was it. 

“L always knew it was going to be 
a tough race for us and for me, Itis 
always hard for both drivers and 
cars, but we were never really in the 
tight shape to make an impression. 

“Also, I never felt we were 
Prepared for the circuit, but, a5 
said, this was down to not having 
done enough real work developin| 
the new transverse gearbox @ 
suspension. Now I am looking fof 
ward to the next race and another 
chance to get a good result.” 


Lotus deserted 

In Hungary came the expected 
announcement that R J Reynolds 
Tobacco (Camel) were to end their 
four-year, largely unsuccessful 
sponsorship of the Lotus team at 
the end of 1990, They will start two 
separate associations with Benetton 
and Williams, both for an initial two 
year period, in 1991, as principal 
sponsors of Benetton and associate 
sponsors on both the Williams cars 
and drivers’ overalls, replacing 
Barclay. At the same time W. Dun- 
can Lee, Reynolds’ sponsorship 
director, described the new Jordan 
Grand Prix team’s chances of secur- 
ing Camel backing next year as 
‘very remote’, despite Jordan's hav- 
ing won the F3000 Championship in 
the yellow-and-blue Camel colours. 


Lotus look to Collins 

Responding to the Camel blow, 
Lotus said former Benetton team 
manager, Australian Peter Collins, 
and Lotus Engineering Managing 
Director Peter Wright would rejoin 
Team Lotus as marketing consul- 
tants. Both men served under Colin 
Chapman at Lotus in the late 70s. 
They face an uphill struggle to bring 
together next year's budgets, with 
Lamborghini thought to require 
US$7 million in retum for engines 
for 1991. To become another Ford 
customer would cost the Norfolk 
stable around US$6 million, but a 
switch of engines at this stage 
would mean the new Lotus car 
would not be ready for the start of 
the new season. 


Mansell and Dennis deny reports 
Nigel Mansell and Ron Dennis both 
denied reports that the British driv- 
er had been approached by Honda 
Marlboro McLaren for 1991. One 
report suggested Mansell, who has 
id he will retire at the end of the 
year, had given his tacit approval to 
considering a return with the 
Woking-based team if the package 
and circumstances were right and if 
Ayrton Senna did not stay on. 


AT THE 
TRACKSIDE 


Dennis, however, told a Marlboro 
press conference on the eve of the 
Hungarian Grand Prix that he could 
‘categorically state’ he had not 
talked to Mansell ‘or any other 
driver’ about joining McLaren, 
Mansell himself said ‘nothing had 
changed’ since Silverstone when he 
made his retirement announce- 
ment, but this did little to satisfy the 
cynics whose curiosity was further 
aroused by the early arrival at the 
Hungaroring of Marlboro market- 
ing chief John Hogan and events on 
Saturday when Gianni Agnelli 


made a flying visit which included a 
lengthy tete-a-tete with Mansell. 


Goodyear, good year? 

Responding to the growing 
competitiveness of the Pirelli-shod 
runners, Goodyear came up with 
two new types of qualifying tyre in 
Budapest. They produced fronts 
and rears to their original construe 
tion but with a new compound, as 
well as an all-new front set 
specification with new compound 
lus new construction, Feedback 

mm the team was ‘mixed’, the 
company said: McLaren ran the 
all-new combination in final qualify- 
ing and saw Williams claim the 
front row using the new compound! 
old construction blend, 

Ferrari, Goodyear’s Barry Griffin 
revealed on Sunday re 
mained the only one of the Ameri~ 
can tyre company’s five leading 
teams not to have agreed to con- 
tinue a new contract for 1991. “They 
are the one question mark,” he said. 
‘It is no secret that the Ferrari 
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contract has yet to be signed.” 
Griffin said Goodyear have two 
further years on their contract with 
McLaren and added that the deals 
to supply Williams and Benetton 
also looked secure. ‘We are hopeful 
of retaining Ferrari,’ he said. Ferrari 
are believed to be giving serious 
consideration to switching to Pirelli 
next year. 


Magyar marriage 

On Friday Bernie Ecclestone, 
vice president of FISA and 
president of FOCA, and Csaba $ 
los, the Minister of Transport a 
Communication of Hi hele 
press conference to discuss t 
future of the Hungarian Grand Pr 

‘Lam happy to say that we ha 
now reached a sati conch 
sion that will allow us to 
again for another five years,” 
tone said. 

Ecclestone confirmed that then 
will be 16 Grands Prix next year, bu 
refused to answer specifics abou 
future races in Austria and Mexico. 

‘Its not a final calendar, its a 
draft calendar,” Ecclestone said of 


you can 


‘ iles/3.968 km | 
1990 FORMULA ONE Circuit length ie 7 miles/305.536 km 
Race distance: 77 laps (189. } 
GRAND PRIX | RACE CLASSIFICATION 
RACE No. TEN | Pos. Driver No. Nat. Car Laps TimefRetirement 
1 T. Boutsen 5 Bel Williams-Renault (6) 77 1:49,30.597 
j 2 ASenna 27 Bra McLaren-Honda (6) 77 1;49,30.885 
BU DAPEST 3 N.Piquet 20 Bra —_Benetton-Ford (6) 77 1;49.58,490 
4 A. Patrese 6 ta ‘Williams-Renault (G) 7 = 1;50.02.430 
| 5D. Warwick 11 GB Lotus-Lamborghini (G) 77 1;50,44.841 
| 6 E. Bernard 29 Fra —_Larrousse-Lamborghini (6) 77 ~~ 1;50.54,905 
H U N GA RY " 7 M, Donnelly 12 GB Lotus-Lamborghini (6) 76 
8 M.Gugelmin 15 Bra Leyton House-Judd (G) 76 
| 9 A Caffi 10 Ita —_Arrows-Ford (6) 76 
10. Pirro 21 lta Dallara-Ford (P) 78 
12 AUGUST 1990 11 N. Larini 25 ta —_Ligler-Ford (6) 76 
12 M.Alboreto 9 ita Arrows-Ford (6) 6 
13 G. Tarquini 17 ta —_AGS-Ford (6) 4 
14 P.Alliot 26 Fra —_Ligier-Ford (6) 4 
15 P. Barilla 24 lta Minardl-Ford (P) 4 
16 G. Berger 28 Aut McLaren-Honda (6) 72 Accident 
. 17 —_‘N. Mansell 2 GB Ferrari (G) 71 Accident 
DRIVERS’ WORLD RANamini 19 ta Benetton-Ford (6) 64 Accident 
R |. Capelli 16 ita Leyton House-Judd (6) 56 Gears 
CHAMPIONSHIP N, searaeta 30. dap» Eanes Rbcatia (ym S50 Boutsen always had things under control 
RA Prost 1 Fra Ferrari(G) 36 Transmission 
Driver RJ. Alesi 4 Fra Tyrrell-Ford (P) 36 Accident 
Ayrton Senna RS. Modena 8 Ita Brabham-Judd (P) 35 Engine 
Alain Prost RP. Martini 23 Ita Minardi-Ford (P) 3% Accident Fastest Lap: R, Patrese (6) Lap 63, 
Gerhard Berger R A.deCesaris 22 Ita —Dallara-Ford (6) 22 Engine 1.22,058, 108,173 mph/174.082 kmvh 
Mean Pat i RS. Nakajima 3 Jap Tyrell-Ford (P) 9 Brakes (6) = Gootyea tyres = Pre tyes 
Riccardo Patrese 
Jean Alesi 
Nigel Mansell 
Alessandro Nannini 
Ivan Capelli 
Eric Berard 
Derek Warwick 


Alex Caffi 


Stefano Modena f 1.24073 
Satoru Nakajima Early stop, late charge — Senna almost made it 24. 1.25710 e be pole position and third victory of Thierry 
‘Aguri Suzuki 28. 1.22.12 joutuen’a career 
2 1,22235 @ First all-Williams front row since Spain 1987 
11. 1.24140 19. 1,22.639 (Mansell and Piquet). 
29, 1.23.864 16. 1.24245 @ Warwick's best result of 1990. 
' } 12. 1.22.561 30. 1.25209 @ Tarquini’s firstrace finish of the season, 
CONSTRUCTORS Thierry Bouts: 15, 1.24062 1 ain Highest race finish of Donnelly’s Ft career. 
en 1.17.919 y 410, 1.24388 4.1.24 : Belgian GP, Spa-Francorchamps 
een Ginna ae Riccardo Patrese 1.17955 i parece o Lees ° ns = 
CHAMPIONSHIP Mae ae 118.127 28 Williams-Renault FW13B > } * pels i ae 
— Nigel Mansell Ha 27 Ayrton Senna 1.18,162 424.921 127.900 
McLaren Ferra 641 19 2 McLaren-Honda MP4/5 
Hees : ANessandro Nannini 4.48.99 Sea Neel 1.18,726 
Williams Beneton-Ford 8199 78.901 49 Tyrel-Fo 019 
Benetton Nelson Piquet 1 Alain Prost 1.19.029 in the heavy Hungaroring trafic 
tad Boneton-Fors 8190 1.19.453 29 3 Ferra 641 even in the heavy 
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f the races coming up the 
one that has been the most 
significant forme in the past 
has been Monza. Believe it 
or not that was where I had my last 
single seater victory as a Formula 2 
driver. It is a victory I’m proud of 
because Monza is not an easy circuit. 
It is hard on the cars because it is so 
fast but the two Lesmos are among 
my favourite corners, one is just flat 
and the other is absolutely flat. Of 
course there is the Parabolica and the 
circuit has such an incredible history 

Acouple of weeks after that we go 
to Portugal - which is one of the 
toughest circuits of the year, espe- 
cially if it is hot. Itis very demanding 
because the drivers don’t geta chance 
to rest and there are a lot of long fast 
corners that take it out on your body 
and your neck, and then seven days 


THE DEREK WARWICK COLUMN 


ater wegoon toSpain which isequally 
tough. It'sanice section of the champi- 
onship and J usually get a couple of 
games of golf in between Portugaland 
Spainif timeallows because thereis no 
time to go back to Jersey 

I was sorry to hear about Nigel 
Mansell's decision to retire at the end 
of this year. But in motor racing when 
you couple the pressures with the dis- 
appointments, sometimesitaffects you 
and you wonder if the risks are worth 
it. And I think that is the case with 
Nigel. He has quite clearly been 
thinking about retiring forquitea while 
and semi-threatened it for a month or 
so before the announcement, In Fl, 
unlike any other Formula, if you are 
not 100 percent behind it and willing 
to take the risk, you are better off out 
Itis too dangerous a place to be othe 
wise. Having said thatIhopehedoesn’t 


retire because the sport needs people 
like him. They give it life. He is q 
talented, gutsy driver, Some of the 
others are just machines. Nigel isn’t 
one of those, he lives for his racing - 
that’s why I wonder if he will retire 
and not return, 

His departure will affect British 
motor racing, that’s for sure. At the 
British Grand Prix half the publicity 
is generated by Nigel because he has 
achance of winningand is ina Ferrari, 
That means exposure and attracting 
more sponsors to the sport- whichis 
all good for young drivers trying to 
make their mark, But in the end you 
have to do what you feel is right 
Some people have said the retire- 
ment is a bluff and I’m not so sure 
about that. He has mentioned the 
idea of a sabbatical - a year off with 
his family - which seems to suggest 
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that he will go away for a year, re- 
group, and then return with a 
vengeance. 

Nigel's departure makes no dif- 
ference to my view of my place in 
British motor racing. If I’m top British 
driver, fine, but what I want to be is 
the best driver in the world. 

In one of my previous columns I 
said I would try and go into more 
detail abouta Grand Prixand I thought 
Iwould tell you aboutthe ‘other side’. 
Everyone thinks about the glamour, 
the travel and the racing but there is 
alsothe hard work that we have to put 
in off the trackin preparation foreach 
race. 

For me the British Grand Prix 
started on the Tuesday beforethe race 
with some public relations work for 
RJ. Reynolds (who manufacture 
Camel cigarettes). On Wednesday I 
spoke to four different radio stations, 
two television stations, and spent an 
hour and a half with BP and another 
hour and a half with Reynolds (UK). 
That was quite a heavy day because it 
started at 9.00 in the morning and 
finished just before 7.00pm. Then on 
Thursday I was at the circuit by 11 
o'clock and had a team meeting about 
the race coming up and then went 
clay pigeon shooting with a group of 
drivers and journalists at another 
Reynolds press relations function. 
That was great fun but it all takes its 
toll-and Istillhaveto race. [wouldn't 
be without it, of course, but I reckon 
the easiest time of the weekend was 


when Jactually got in thecar. I’mvery 
aware at the moment that we are not 
getting the results on the track so we 
have to work extra hard offit. Someof 
the drivers seem to forget that the 
sponsors are in this business for the 
exposure. 

Therewerea fewrelaxed moments 
such as when we went over tosee our 
public relations people one evening, 
and everybody ended up in the pool. 
It wasa chance for me to get my own 
back on them for working me so hard 
andI threw one of them-Tony Jardine 
- in the deep end. It was all in good 
humour and that’s the way I like it to 


be away from the ‘office’. 

If that was one of the high points 
the performance on the track, where it 
really counts, was the low point. And, 
to be perfectly honest, if | haven't got 
the success then the rest of it is pretty 
hollow. 

To put it mildly the Silverstone 
performance was a disappointment. 
And it was a hell of a shame because 
everybody had put ina lot of work for 
this one and there was no reward 
because the cars were just the same as 
they had been in France and the 
various little alterations we made 
didn’t have much effect. 


Work, work, work: Prix Editions drafted me on to their Silverstone stand! 
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Almost from the start of fl 
the car developed understee. Tagg 
things got harder and harde, *Md 
wenton. Eventually the engir s 
to vibrate and then packeq u 
gether. Whata weekend! > @lta, 
O" The Monday after the race 
disappointed and pretty holloy 
once I had done the most im 5 
part of my own business in Teresa 
went out and lost myself ina zamd- I 

e of 
golf 

Perhaps there is consolation ; 
knowing we have a stronger chasg 
coming along some time afte; the 
Hungarian race. : 

After Silverstone we went & 
Hockenheim expecting to have 4 
tough time and we weren't wrong! 
Qualifying was very hard work hij 
we gota kind of resultat theend ofthe 
day -I finished eighth But both setsof 
tyres blistered quite quickly in the 
race and the car was jumping around 
alot, giving me double vision most of 
the time. 

Hockenheim qualifying was 
probably the lowest point of the sea- 
son for me. Everybody worked so 
hard for eight races and we had so 
little to show for it. As well as the 
problems we are having with the car 
thingsarechanging at Lotus. Theteam 
are working as hard as ever to make 
sure that they are more competitive 
nextyear but by the time you read this 
there should have been some pretty 
dramatic changes. 

My brother Paul has been havinga 
tough time too. He was criticised for 
pulling out of his Formula 3 team, 
Superpower, but the results werent 
happening after three years at that 
level and he had to do something: 
Motor racing is not about making UP 
the numbers, it is about winning: 
support Paul because I think he has 
real talent, I don’t carry passenge™: 
takes a lot of work for me to earn the 
money] put behind him. [doitbecause 
Ibelieve he can win. He was quiche? 
than Vincenzo Sospiriin F3anq) Sospitt 
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other day at Hockenheim t0 PY of 
car 16th on the grid if I didn’t: 12 off 
meleaving this sportisa long Yon. 
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igel Mansell’s farewell tour 

reaches Monza this month: 

his last race in Italy, driving 

a Ferrari. It all adds up toa 
poignant occasion for the emotional 
Englishman. A little way down the 
pit lane there will be rather less at- 
tention focused on a driver making 
his debut at this, the most passionate 
of all Formula One theatres. And yet, 
for a British audience desperately 
seeking a successor to Mansell, the 
performance of Martin Donnelly 
could be the most significant feature 
of the Italian Grand Prix. 

Given that Mansell willindeed re- 
tire at theend of theseason -and at the 
time of writing no-one could have 
been 100 percent sure of that - Britain 
will be left with a great void. Forget 
for a moment the debate over his 
complaints or grounds for complaints, 
over how unlucky or misunderstox 
he’sbeen. What cannot be disputed is 
that he has given an outstanding 
contribution to motor racing, and to 
British motor racing in particular. Just 
like Stirling Moss, he requires no title 
to merit a place among the elite. Li 
Moss, too, he is a racer. He has 
ability to lift, to inspire, to entertain. 
Mansell’s legacy isa treasure-trove of 
stirring deeds: his defeats of Nelson 
Piquet at Brands Hatch and 
Silverstone; his debut triumph for 
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Ferrari; his victory from 12th placeon 
the grid in Hungary; his outrageous 
overtaking of Gerhard Berger in 
Mexico. Heis the only Briton to have 
won a Grand Prix in the past seven 
years, and to have challenged for the 
title over a similar period. And Brit- 
ain, remember, has more driver suc- 
cesses than any other nation 


Mansell will be sorely Misseg 
hapsmore than many are prep, 
ered His fans, the score] 
thousands who witnessed hi, 
British Grand Prix at Silverstone a 
tainly wouldn’thesitate toadmitther 
sense of loss. Mansell, alway, cal 
scious of his critics, valued the balk 

this faithful followers. He gad 
“My fans, not only in Britain, but 
around the world, have been treme l 
dously supportive. Hove thenaiyey 
of the pure racing fans. They know 
nothing of the reality of racing inside 
and that’s why I would like to watch 
racing. I still love racing, I still loyg 
cars, Istill love the sport. 1am never 
happier than when I’m in the car be 
causethereI’min my ownlittleworlq 
doing my own thing. I’ve always 
beena racer, always tried to entertain, 
I think that’s what the fans want and 
it’s what | try to provide. It’s second 
nature to me.” 

So who will thrill those people 
next year and for the years beyond? 
There is, alas, no ready answer. The 
likes of Allan McNish and David 
Coulthard may well come throughto 
challenge for thesport’s greatest prize, 
Johnny Herbert and even Martin 
Brundle may be called again. Butthe 
only other drivers actually competing 
in Formula One right now are Derek 
Warwick and Donnelly, partners in 
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the Camel Lotus Lamborghini team. 
Warwick retains all his old determi- 
nation and enthusiasm yet even he 
must fear that, at 36, heis unlikely to 
be given the opportunity to take on 
the best. 

What then, of Donnelly, 10 years 
Warwick's junior? Could this quiet 
rookie, going about his work almost 
unnoticed, be the man to fill the void? 
Warwick, for one, believes his 
Northern-Ireland born team mate 
could be on the threshold of an out- 
standing career. He says: “A lot of 
young driverscomeand goin Formula 
One but there are two around now 
who are here to stay. One is Jean 
Alesi, the other oneis Martin. You get 
some hopefuls who arrive and are 
simply overawed by the whole thing 
It’s bigger and tougher than anything 
they’ve come across before and they 
can’t takeit. Then therearethose who 
do pretty well for three or four races 
and suddenly think they’ve made it. 
They sit back and find out the hard 
way that they haven‘t made it at all. 
Martin doesn’t come into either cat- 
egory. Heisnot only quick but thinks 
about the job and contributes fully to 
team briefings and discussions. In 
fact he’s done that since the day he 
joined the team. I try to help him and 
guide him as much as I can, but it’s 
certainly nota one-way process. Heis 
also good for me. Whatever I do he 
has ananswer forit. He’s keeping me 
on my toes and I’m not complaining 
about that.” 

Donnelly appears slightly embar- 
rassed by the public comments of his 
colleague. It suits him to get on with 
his job in relative peace, to learn and 
to mature. But don’t misunderstand 
him.. He fully intends to take his share 
of the limelight-when he’sready. He 
says: “I suppose I am shy, really. I 
find it difficult to approach people if! 
don't know them well. When I do 
know people, though, I can be en- 
tirely different. Iam a bit of a Jekyll 
and Hyde character.” Then as if to 
illustrate the point, he adds firmly: “T 
very much want to be an established 
driver in Formula One. It’s one thing 
getting an opportunity here, it’s an- 
other taking it. 1am not planning to 
waste my opportunity.” 

Donnelly has made the most of his 
opportunities so far in motor racing. 
He advanced through the Formula 
Ford 1600 and 2000 ranks in Ireland 
and mainland Britain before finishing 
third in the 1986 Formula Three 
Championship. The following year 
he repeated his F3 Championship 
showing and earned the Cellnet 
Award: Most Promising British 
Driver. He capped a fine season by 


Ok, Derek, this is what we're going to do. 


winning the Macau Formula Three 
race. During 1988 he switched to 
Formula 3000 and won his debut race 
at Brands. Another victory came in 
Dijon. His career was gathering mo- 
mentum. 

He had already tested a Benetton 
Formula Onecarbutin 1989 helanded 
a contract as test and reserve driver 
for Lotus. Inmid-season he was given 
the chance to make his Grand Prix 
debut, but not for Lotus and not for 
Tyrrell, the team he thought he might 
bedriving for. The call-up fromFrance 
came instead from Arrows, because 
one of their drivers was injured and 
unavailable. Thename of that driver? 
Derek Warwick. And who got the 


drive for Tyrrell? Jean Alesi, of course. 

Donnelly smiles at the double irony. 

“It's funny when you think about it,” 

he says. “I could have been at Tyrrell 

last year because I was first choice for 
them. But the Arrows drive came up 
and | took it. That was just a one-off. 
Jean went to Tyrrell and he was able 
to stay there. That's how it goes. 
Good luck to him. He has done well. 
He has showed that there are drivers 
inFormula 3000 coming into Formula 
One and doing more than enough to 
justify themselves.” 

Lotus felt Donnelly had done 
enough to justify a full Formula One 
contract after a three-day test at 
Silverstone. It was a circuit he knew D 
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well, but senior team officials were 
Impressed with the information he 
was able to give them as well as his 
driving. Despite the optimism of the 
all-British driver line-up, the power 
of the Lamborghini V12 and the con- 
tinued backing of Camel, Lotus hada 
far from convincing first half of the 
season. Warwick picked upa point in 
Canada but Donnelly wasstill waiting 
for his first reward. There were no 
complaints, though, about the per- 
formances of the man in his first full 
season. He was quick, sometimes 
quicker than Warwick. He was also 
consistent and reliable. There were 
no senseless heroics, just business- 
like application 

Donnelly says: “I am ambitious 
and want to progress, but | am also a 
realist and accept there is a limit to 
what you can achievestraight away. I 
am not going to try and rush things 
for the sake of it." The early months 
have convinced Donnelly that he is 
not out of his depth in Formula One 
The step-up from Formula 3000 has 
not, he insists, been such an ordeal 
He says: “Setting up a Formula One 
car can be compared, | think, with 
setting up a Formula 3000 car. [also 
expected it to be more difficult 
physically than ithas turned outtobe. 
In Mexico, for instance, with all those 
bumpsand the altitude, I came out of 
itquite well. Thereally pleasing thing 
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histoes. Perhaps elas laches sood 
that in the past. se RoR eey 
for everybouy., sh each other al 
competitive and nas 
the time. Derek is highly Boek . 
so it is good for me tones 

curemvselfagainst him. Mymain 
measure myselfagainst ea 
concern is to keep pace with 
if -qualify him or out 
if manage to out-quall!) We 
race him then that is a bonus : 
havea very good relationship. Dere 
is the No. 1 driver but he commun!- 
cates all the time. He never holds 
back any information. We pass eve- 
rything onto each otherand thatis the 
way itshould be ina team. In fact, we 
all work well together. Theteamspint 
is very good. Everybodys keen to get 
Lotus on the way up again. It’s not 
easy, but I never thought it would 
be. 

Donnelly, who now lives in Nor- 
folk, within reach of the Lotus camp, 
knows that he is looked upon as a 
potential successor to Mansell as 
Britain's leading driver. He knows 
also that he should take nothing for 
granted. He says: “A lot of drivers 
have come into this full of hope but 
soon left disappointed. If things go 
wrong, and they often doat thislevel, 
youcould be out ofitforever. Youare 
quickly forgotten and that's it. Some 
other new driver has been brought in 


push 


S 


instead. If] am successful | 
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In the past a Lotus driy, 
have been certain of resulie ‘ou 
Chapman led the most powerfy) 
ble in the world. His cars and dri Se 
were the envy of the Sport. But ve 
the past few years the fortunes ofa 
team have slumped. The ult 
indignity came last year, in Belgj ge 
when both cars failed to qualify, The 
first half of the 1990 season off 
little prospect of the slide bein, 
checked. Lotus were on course for 
their worst ever C! hampionship, That 
situation made Donnelly’s drivingall 
the more impressive. He hasn’t been 
able to dazzle and capture the global 
headlines the way Alesi has. Ttisin 
circumstances such as these that 
young driver needs nerve as wellas 
talent, and those inside the sport are 
beginning to recognise that Donnelly 
has both. 

You get the feeling, watching him 
out on the circuit that given the right 
car he could be a winner. There isa 
calm yet determined look to his 
driving, itis controlled yetsufficienlly 
aggressive. Many in his positioi 
would try too hard, become too dé 
perate to show and inevitably become 
tagged instead, He is, as he reminds 
us, the man who came in with Ale! 
and that carries its own burden. Bil 
his poise on the track and his g0 
sense off it belie his inexperience H® 
says: “People in Formula one appr 
ciate who is doing what, I'm sure? 
that. There is no point in trying @ 
overdo it on the track and runnitt 
around making a lot of noise off ® I 
feel my driving is getting better a’ 
am getting more confident Witt 
perience. In the early partof these”, 
Thad to contend with circuits [idl 
know and, considering that ay! 
Teasonably pleased with the 
coped, Idon’t think Het myself 40%, 
anywhere. I am aware that F P 

ave compared my progres® 
oe bene we cae throu 
ether, but hopefully they 
derstand that itisn't é simple ee be 
laving said that I, too, Want ig 
Tacing for points. Idon’t want 
Bet too far ahead...” drink 
ci British racing fans will 
at. ‘ 


The ultimate high performance oil. 


Fina First is the definitive new oil 
for today's high performance 
engines. 

Quite simply it provides your 
engine with the highest possible 
protection. At temperatures far 
beyond the capability of 
conventional oils. 

Which is precisely what it was 
created to do. 

Because Fina First is a 100% 
synthetic oil. Conceived and 
perfected in our laboratories. 
Subjected to rigorous bench tests it 
easily exceeded the industry 
standards. Driven to the limit in the 
European Rally Championship, in all 
weathers, in all conditions. Ensuring 
that your performance engine always 
gets the protection it deserves and 
needs. 

Isn't it time you switched to the 
ultimate high performance oil? 
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‘You know, one day 
I'll get around to 
writing a book and 
there'll be oneé 
chapter of it 


evoted to Jean. 
EDDIE JORDAN PE 1989 


"What did I think of 
Jean's overtaking 
manoeuvre? | was 
personally happy with 
second place but 
we've never been 
able to teach Jean 
how to race at 
9/10ths: he only 
knows how to go at 
10/10ths - even in 


testing.” 
KEN TYRRELL, PHOENIX 1990 
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At the German Grand Prix this year Jean Alesi held a press 
1 ice to try to explain his own thoughts on his Fl future, 
subject of much speculation in recent weeks. By all accounts the 
occasion was fairly unenlightening: Jean is bound by contract to 
Tyrrell, though everyone knows contracts are made to be broken 
or renegotiated; his name was being strongly linked with Ferrari, 
with Williams... in short, this young man is a hot property. 


The pictures on this Page (our th 
Alesi in surroundings which are 
calmer: the beautiful town of 
Pictured with his grandf 
must be oy erflowing | 
driver's stap 
Lorraine, t 
Formula 1, 


anks to John Townsend) show 
obviously just as hot, but a lot 
Alcamo in Sicily, where Jean 
ather, leafing through a scrapbook that 
‘ >y Now; enjoying what must now be fhe 
le diet of (genuine) pasta; and with his girlfriend 
aking refuge in antiquity from the sound ara fff 
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“One of my strengths | ot 
is that | have no 


complexes..." 
JEAN ALES} 


Driver inahurry! Alesi's progress 
has been so spectacular we tend to 
forget this is his first full season in 
Grand Prix racing. Hisdebut came 
last year in his home race at Paul 
Ricard, where he finished an im 

pressive fourth; he then thrust 
himself into the spotlight with a 
superb charge to second place in 
Phoenix this season, following it 
up with this thrilling performance 
in Monaco that saw him on the 
second step of the podium once 
more. But just in case we get 
carried away, the shot of Jean inan 
“ordinary” car is a reminder that 
there is the occasional dent along, 
the way! 
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he Japanese have nearly eve 
rything in F1, bar a winning 
chassis and a winning driver. 
In the past Honda found to its 
cost that Japanese chassis technology 
lagged far behind the West's, whi 
on the driving front Tetsu Ikuzawa 
Masami Kuwashima, Masahiro 
Hasemi, Kazuyoshi Hoshino and, 
more recently, Satoru Nakajima, have 
all tried but been found wanting for 
one reason or another. 

That may all be about to change 
When an Oriental wins a Grand Prix 
for the first tim nother 
little slice of history, the chances are 
his name will be Aguri Suzuki 

Had you made that remark a year 
ago you'd have been laughed out of 
the paddock. In 16 Grands Prix, the 
toothy Japanese failed even to 
prequalify once. Now it is a common 
view 
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A study of his 1989 performances 
was as illuminating as watching him 
in action in the unloved Zakspeed 
ZK891 during Friday morning's 
bleary-eyed weed-out session. He 
knew virtually none of the circuits bar 
Suzuka, and team mate Bernd 
Schneider was no wallflower, but 
nevertheless his results were impres 
siveincomparison. He hadacharger’s 
aggression. 

Suzuki had come into FI because 
of Zakspeed’s connection with 
Yamaha, whose OX-88 engine pow. 
ered the Gustav Brunner creations 
The team’s finances were tightdespite 
an apparently sizable involvement 
from West cigarettes, the engine was 
grossly under-developed and under 
powered in comparison even with 
the Ford Cosworth DFZenginessome 
runners were still using, and testing 
was kept to a minimum. Schneider 
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had the benefit of a year’s experience 
of Fl, and even he was struggling. 

Itwas the perfect situation in which 
a novice - and an Oriental novice at 
that - could founder. 

Instead, Suzuki took his chance 
with both hands. Despite his inexpe- 
rience, he proved fasterthan Schneider 
on three occasions, was very close to 
himon thetwo ‘bottle’ circuits, Mexico 
City and Spa, and was close enough 
to him in pretty much all the other 
unfamiliar venues to suggest he was 
worth closer scrutiny. On several oc. 
casions during those prequalifyin, 
sessions he was faster than Schneldes 
initially, showing a distinct flair for 
learning the circuits quickly. It tore 
out the portents of Pau in 1988, when 
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he'd qualified for his first Eur, 
racein the F3000c hampionship roy 

There he stunned observers wit 
very strong performance in the ; 
Joved Footwork March 88B. Thesty 
track is tricky at the best of times. <t 
many drivers found to their cost 
year, but Suzuki made the cutagains 
all expectations. To do it, he beat ie 
minaries such as Andy Wallace 
Gregor Foitek and Enrico Bertagoia” 

Itwas very difficult, and the 19gg 
March was a bad car. It was my fj 
time at Pau, but not only that; it wag 
the first time I'd ever raced ona Street 
circuit! It was very bumpy, I remem: 
ber that well! Yes, it wasa big surprige 
when I qualified, even to me!" 

Later that year he had also made. 
animpressive GP debut on homesoif 
standing in for Yannick Dalmas fop 
Larousse, During qualifying on Sat- 
urday he'd been only tenths off 
Philippe Alliot, itself an impressive 
achievement since the Frenchmanisa 
very strong qualifier, and in the race 
he finished 16th after two spins anda 
‘driving lesson’ from Andrea de 
Cesaris who all but forced him toa 
halt at one stage. 

After tasting Fl at Suzuka, howon 
earth did he cope with repeated fail- 
ure to prequalify in 1989? 

"It was very difficult, not ever 
prequalifying,” he admits cheerfully. 
"I came into Fl with Yamaha, so of 
course there was no question that f 
had tostay part of its programme. But 
it was a difficult situation. I didn't 
know anything about F1, I didn't 
know any of the circuits, and all the 
time the team was having trouble. 
This weekend it was the engine, that 
weekend the transmission. There was 
always some problem, either on MY 
car or on Bernd’s, 

“I think I learn circuits pretty 
quickly, Many of them were not ® 
problem. But one or two, such a& 
Silverstone, were very tricky. It’s Very 
difficult straight away going fast 
where the corners are so fast. 
eae very fast! Idon’tlikeso much 

he high-speed corners! Mexico, t0% 
was difficult. Very bumpy, and that 
fast, fast corner! And Hungary 
those turns.” 
_ Any fear of high-speed comer 
isn’t immediately apparent in Ni* 


riving... 

How did I cope with the disaP, 
Pointment of never prequalifyi™ 
be t was easy! Every Friday T went 

ack to Paris, I never stayed at the 
Faces tosee what I was missing. used 
to fly back after prequalifying” 


Ope an 


mil soo be focusing hard on Suna 


Why would a Japanese driver 
choose Paris? Suzuki’s reply betrays 
his penchant for the lifestyle of the 
bon viveur. 

Well now I live in Monte Carlo, 
but Paris was a good place. Nice 
weather, very good food and very 
convenient. Germany is not for me, 
it’s cold and I don’t like the food so 
much! 

He fitted in well in the scene with 
his cosmopolitan approach, un- 
doubtedly helped by fluent French 
and English, but still he insists: "I 
speak only one language, Japanese!” 
Though he says it’s poor, his English 
isanawfullotbetter than my Japanese, 
my few words of which shocked him. 
"Who on earth taught you that?” 

Suzuki started racing when he was 
nine, "I did karts, and I stayed in them 
for nearly 10 years! When I was 181 
went straight into F3. [had nomoney, 
so1 boughta very, very bad -arubbish 

Ralt RTI. This was 1979 but it had a 
1976 engine and my friends were the 
mechanics. I was the truck driver! It 
was a very bad season. I think I did 
three races, | wasn’t competitive. In 
1980 I had the same car and finished 
maybe four races. I don’t have good 
memories of F3! 

"That led toacontract with Nissan, 
though. By then I was getting lots of 
experience. I was testing every week, 
inanything from touring cars toGroup 
Cand F3. It was very good experience 
for me. 

In 1986 he moved into F3000, at the 
end of the year. "In 1987 was runner- 
up in the championship, and in 19881 
won it with Footwork. I started 1987 
with a Cosworth engine, but then 
switched to Yamaha partway through 
that year." 

Yamaha duly took him to Fl 
fulltime, and at the end of his disas- 
trous 1989 Gerard Larrousse picked 
up thethreadsagain,a Japanese driver 
fitting in well with his new business 
partner ESPO. There was more to it 
than that, though. The former racer 
knew a charger when he ran one. 

Aguri spent the winter playing 
himself into driving a competitive car 
again. There were spins and he built 
up gradually toquick times, but when 
the season opened in Phoenix he 
proved a revelation, able to match 
team mate Eric Bernard. It's stayed 
that way all season, and Silverstone 
recently brought him his first cham- 

ionship point. It delighted him, but 

¢ admits that he is now happier that 
his GpC commitments to Toyota are 
allbut over, especially after two heavy 
shunts at Spa and Le Mans. 

"{ had no problems with them, 
although they were big accidents, I'm 


okay. I keep myself very fit physi- 
cally. But I think I made a big mistake 
with my choice of races. I was con- 
tracted to do four for Toyota. Those 
two plus Suzuka and Monza. They 
came at a time when Fl already had a 
very, very busy schedule. It was an 
unbelievable schedule! After Monaco 
I went to Spa, then to Montreal, and 
after that Le Mans followed by 
Mexico!” 

In central America he distin- 
guished himself by crashing his Lola 
during prequalifying, dipping into a 
damp patch on the track going past 
the pits while weaving to warm up 
his qualifiers. He hobbled from the 
car before sprinting back to take over 
the spare, and with seconds remain- 
ing hoisted himself into qualifying. It 
wasanother impressiveachievement. 

"Ido regular work-outs every day, 
sol had no problems to drive after the 


accidents", he said matter-of-factly, 
dismissing, the incidents as everyday 
hazards of the job. 

He has a two-year contract with 
Larrousse, and says: “It’s a very good 
team, with a good car and engine, 
good mechanics and good relation- 
ships. like it very much here, and it’s 
very interesting, all the time. I'm very 
happy with the way things are going, 
with how fast lam at this stage of my 
Fl career." 

Has he advanced as a driver? 

"I feel that I'm driving just as well 
as I did last year. Nothing is different 
in my driving. But of course, I'm with 
a much, much better team, with a 
much better car, and now I have the 
chance to show what I can do.” 

What he can do has so far been 
highly impressive. Given the right 
breaks, he could be the first of his race > 
to go all the way. 


Overleat Top: Franco-Japanese alliance ~ Agu with Eric Bernat 
COverleat Bottom: Both are setting nicely into Larrousse cockpits 


This Page: Zakspeed kept him in the shade! 


aving problems 


1 driver Yannick Dalmag 
ked Bernard to step in for France 


had called and 
intere sted in driving fog 
s team in 1990”, Bernard recalls, # 

es, of ‘ourse: then two days 
he phoned a 


ain, said he was 
x problems with Dalmas and 
asked if I could drive the Lola im 


ce. It was a good opportunityig 
v myself to the Fl world; it was 
also a good chance to learn about that 
world 

Eric qualified 15th at Ricard that 
year, the same race in which Alesi 
Donnelly and Pirro made their Grand 
Prix debuts. He was running seventh 
when the engine broke, just three laps 
from the end, and a broken gearbox 
forced his retirement from the British 
GP a week later. But Bernard’s talent 
had impressed the team. “Everybody 
at Larrousse was happy”, he remem 
bers. “Irealized this was the team {or 


me - and the team for the future 

Asked to compare F 3000 with FI 
Eric has very clear ideas. “Every 
thing in Formula 1 is better, every 
thing is high-tech. Better cars, more 
mechanics, superior en 
And as forthe speeds, | thinkif you're 
quick in F3000 it’s easy to be quick in 
a Grand Prix car, But you have to 
learn a great many things in Fl and 
it's very hard work.” 

So what about the all-important 
relationship with his teammate? 

Bad, very bad”, is the jocular 


ering. 


reaction. “It’s difficult to talk about it 
as he’s sitting here, but we'll talk 
about that later.” Laughter from both 
indicates the relationship is far from 
bad. “We're two young drivers” 
Bernard goes on. “He’s.a fun guy, we 
have the same goals, we think about 
what we're doing and work hard for 
anedge over the others -always work- 
ing for the future. 

‘Bernard keeps his sense of humour 
alive, along with his energy and moti- 
vation, by relaxing at home between 
races. Well, not relaxing all the time: a 


final question also brings a wry re- 
sponse. Keeping in good shape, he 
jokes, means it's necessary to take 
part in other sports. “Lots of doctors 
in the Larousse team: they check up 
on whether I’m practising. I have to 
ride my mountain bike a lot - I can’t 
run because ofa knee problem, I'man 
old man, really...” And the Rhone- 
Poulenc organisation that sponsors 
Larrousse also has its doctors keep 
close tabs on the drivers’ nutrition 
ining, or, as Eric laments, “All 
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guest c 
Silverstone. 


eo) oO 
ie) 


AN UNFORGETTABLE 
WEEK 


The second week of July will stay in 
my mind for many years. I 
enced the most amazing feelings b 
tween the French and British Gran 
Prix. There was the birth of my first 
son, Kevin (3.6 kilos, 51 cms.) then my 
33rd birthday and finally second place 
at Silverstone ‘ 
In pole position, if you'llallow me 
I place little Kevin and his mother. A 
birth is really something very, very 
special. Until you've experienced it 
you don't really know what you're 
missing. I never imagined how touch- 
ing it would be. I was able to < 
the birth because Patricia w 
enough to wait for me. It 
the Monday after the Fren 
Prix and it was very movi 
blond with blue eyes, he 


secito say he sleeps 
ed for a child for 


smile andI'r 
We've | 
years, but we've had to be pa- 

ar lifestyle. Our 
en perfect, and 
happy, like all the 


wel 


t of view, it’s 
life: logical, 
spontaneous. But it 


professionally: I will 
tly, of course, 
ing else to live 
son for motiva 
iso another source 


0 difference in the 
s that I was a little 
rd. I can only hope 
retirement at 
ught on early by the 
om Renault, in order for 
bedside on 
lused the 


Ups and dow: 
disappointmen 


Then, just as things were 108 
up, came the German Grand Prix... Let Th 
take up the story. 


. T. B. Talking 


ns of a racing driver's life: 
tsin Montreal and Mexico 
columnist had lots to celebra 


afte, 
/ PEs 
te 

King 
Terry 


time to full advantage. Ih; 
from Ricard by midrace. 
In fact the French Grand Prix wa 

very disappointing. My broken ep 
gine wascompletely accidental, borne 
out by our reliability a week laterat 
Silverstone. But as early as practica 
Riccardo and I knew that in the nor. 
mal course of things, we wouldn’tbhe 
on the rostrum. The car wasn't 
working as well as it had during test- 
ing at the circuit, perhaps because of 
the new surface which meant that we 
had to go back to square one in terms 
of settings. The new surface was less 
abrasive, while giving more grip, And 
making things worse was arunofbad 
luck: a puncture followed by aspinon 
the straight during Friday's qualily- 
ing, a broken engine when | was 
pulling out of the pits quiteslowly the 
next day and thenignominious reli 
ment on lap eight in the race. 
Fortunately I was more successtti 


ad taken off 


in the British Grand Prix. Anyway, I 
knew right from the first qualifying 
session that we would be more com 
petitive. We were trying a new floor 
which made the car easier to drive 
and gave us more downforce. I was 
happy with the general balance of the 
caritself, even though we lac ked grip 
In qualifying on the second row of the 
grid, | thought I'd made the best use 
of the car. 

I secretly hoped to be battling for 
the lead in the race, but after five laps 
I soon gave up that hope. I felt on the 
parade lap that my tyres were under- 
inflated and that the underside of the 
cat was hitting the road every time I 
braked. My engineer's reply was the 
the pressures would increase with the 
heat, once we were racing. 

Unfortunately, that didn’t quite 
happen and the car's roadholding 
quickly got worse. I managed to keep 
Prost behind me for a few laps but 
closing the dooratthe chicane became 
more and more tricky. Even so, Iwas 
able tocompareour engines,and came 
tothe conclusion that the Renault V10 
is certainly amatch for the Ferrari V12 
ona circuit like Silverstone. Alain had 
difficulty overtaking me, in spite of 
superior handling. | think we're the 
equal of Ferrariin terms of powerand 
response, but just a touch worse off 
than the V10 Honda. Theengine situ- 
ationis constantly changing and it’sa 
well-known fact that the engine that 
Ferrari uses for qualifying at the mo- 
ment is destined for race use soon. 
Renault also have developments and 
the Honda engine men are bound to 
react to McLaren’s recent perform- 
ances. 

I had to show some perseverance 
at Silverstone after my fronttyreshad 
grained within a quarter distance. 
Capelli came flying past, but when 


the gap between myself and Piquet 
stabilised, I decided not to stop for 


tyres. My Williams-Renault remained 
reliable, so I benefited from the re- 
tirements of Capelli, Mansell and 
Berger to finish second between Prost 
and Senna. It may have been a lucky 
result, but thenI’msureit’s my turnto 
havegood fortune! The resultendeda 
memorable week, with the birth of 
my sonand my birthday. And we had 
more to celebrate: my Williams 
teammate Riccardo Patrese was cel- 
ebrating his 200th Grand Prix, a fan- 
tastic achievement. He and I form a 
solid partnership. The situation re- 
garding changes for next year has 
been very busy since the start of the 
season, and thanks to the six week 
gap between the Brazilian and San 
Marino Grands Prix, the ‘silly season’ 
started earlier than usual. And the 
craziest combinations have been 
dreamed up. 


Riccardo celebrates his maivellous record ~too bad about the race! 


I’ve actually remained quite calm 
during all this. Rumours that I’m go- 
ing to be leaving Williams at the end 
of the season are quite unfounded. 
I'm writing this column on July 16 
and yet I haven't actually broached 
the subject of next year with my cur- 
rent employer Frank Williams. 

Frank thinks it’s too early to talk 
about next year; he wants to see what 
the others are doing. As my contract 
expires at the end of the year, I've 
naturally hada number ofapproaches 
from other teams. But I feel good 
driving, for Williams, and unless an- 
other, exceptional opportunity arises, 
then I shall probably stay wherel am. 

I think that the Canon Williams 
team’s potential will be greater than 
ever in 1991 and that the team will 
continue to grow stronger, particu- 
larly building on experience gained 
with partner Renault. We're working 
hard and I'm sure it’s bearing fruit. 
Designer Adrian Newey has just 
joined usand he willbe bringing with 
him his considerable experience, par- 
ticularly in the field of aerodynamics. 
His Leyton House design is working 
well now, isn’t it! His arrival also 
means that there’s a load off Patrick 
Head’s shoulders. Since Frank Dernie 
left - I never worked with him at 
Williams - Patrick has lacked a right- 
hand-man with whom to ex 
ideas. Newey’s arrival certainly rep- 
resents a big plus point for the team. 

Changing subject, Nigel Mansell’s 
announcement that he would retire at 
the end of the season surprised many 
at Silverstone, His decision will cer- 
tainly clarify the 1991 driver situa- 
tion, because a lot ofcontractscome to 
term at the end of the year, but I 
wonderif he hasn’tmade this decision 
a little spontaneously, an over-reac 
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tion after the British Grand Prix per- 
haps where fortune onceagainsmiled 
on Alain Prost. wouldn’tbesurprised 
if we don’t see Mansell go back on his 
decision... e 


FORTUNES AT A 
LOW EBB... 


We weren't very competitive at 
Hockenheim, but our two Williams- 
Renaults still managed to finish in the 
points, even though the real speed 
was missing. 

The previous week we had taken 
part in the traditional two days of 
testing, and the outcome wasn’t too 
encouraging: we were fifth and sixth 
fastest, losing out fair and square by a 
second to the McLarens and Ferraris. 
Official practice confirmed that state 
of affairs. Our chassis is hampered by 
a lack of downforce, and we are 
tending to wear outtyres very quickly. 
To make up for the drop in perform- 
ance level, we are setting the wings 
up with minimum downforce, which 
obviously does little to help the grip. 
But at Hockenheim you have to go for 
maximum speed, and be prepared to 
accepta little oversteerin the stadium 
section. As Goodyear are now offer- 
ing us softer and softer tyres, that is 
accentuating our current problems 
because we can’t use them properly. 
In short, it’s a vicious circle. ; 

Let me give you an example. After 
warm-up at Hockenheim we realised 
the Benettons were quicker than we 
were in race trim. We could only rely 


Kevin on pole - with a little help from a more experienced driver! 


tofend them 


inespeed 
onourstraightlinesp force know- 


off, so We took a eee 

ing our yee ents opted for 

In the end Wi aes 

hard compound tyres withno ee 
la »d-and thatwastherightcho 

Eee 4 ce didn’t get 

For yours truly the race d 8 
off to a good start. After a few ee 
Riccardo’s wake I had my Bae a 
out to keep the Benettonsat bay: Twas 
also having problems with sixth gear, 
“hich [was finding hard to get outof 
That's what happened at one point as 
[set myself for the corner at the entry 
into the stadium: to control my car I 
had to go intoa longslide,and Piquet 
seized the chance. 

I thought long and hard before 
stopping for tyres. Of course my soft 
compound was worn even before the 
halfway stage, but was managing to 
hold off Capelli. To be honest, Twas a 
bit scared to come in, knowing that 
tyre stops haven't always gone well 
for me this season. I said so on the 
radio, but I simply had to come in; I 
just did soaslateas possible, thinking 
of getting maximum benefit from it 
by setting fastest lap. Alas, however, 
Iwas stationary for 30 seconds, which 
simply confirmed my fears. It didn’t 
have any bearing on the final result, 
butit’salways maddening. With new 
tyres the overall balance was good, 
and I pushed hard to break the lap 
record before the tyres went offagain. 
That's the first time in my career I've 
set fastest race lap, so at least there 
was that to show for it. I couldn’t 
Improve on my sixth place in any 
case. 

Clearly we have our work cut out 
The Renault engine is equal to the 


_— 
task, as our excellent straj 

speeds have shown - J Was Entling 
confirm that against Prost’s p,.° 0 
when he came out behind Meafte 

own tyre stop. In fact Alainpasseq ig 
when I lifted off to observe the | ag 
flags being waved after Pee low 
Benetton slowed suddenly in fut ES I 
us. But for that he would haye hai 
hard job to get by me on the ste i 
That being the case, it’s obveet 
McLarenand Honda have respon} 
and that Ferrari have overtaken 4. 
where the effectiveness of the 
equipment is concerned. Eval 
Benetton are becoming a threat, ag a 
saw from Nanninis fine race in Cir 
many, and that’s a worry. The re 
have all made more progress than y 
since the start of the summer. Has ia 
Williams FW13B reached the peak of 
its development? I hope not... Adrian 
Newey, Canon Williams’ recent top 
flight design recruit, is currently 
working on aerodynamic changes, 
especially to the car’s undertray. We 
willsee the benefits in two stages, first 
at Budapest and, with more far 
reaching improvements, at Spa. I re- 
ally hope Adrian’s work bears fruitas 
successfully as his efforts for Leyton 
House just before he left them! 

But I really think we have to look 
at far-reaching changes to the chassis 
to rediscover our winning form of the 
season's start, when we were front 
tunners in Brazil and San Marino. In 
Hungary we'll be closer to our rivals 
but we have to watch out for Pirelli, 
who have always gone well on the 
Hungaroring, and for possible sur 
prise packages in the shape of Alesi’s 
Tyrrell or Martini’s Minardi. It’s vital 
to qualify well, because we all know 
how hard it is to overtake on the tot 
tuous Budapest track. Last year j 
Riccardo Patrese took pole position 4 
there,sowe have an encouraging base 


to start from. a 
Next, at Spa-Francorchamps, i 


bein my own backyard on my favour” 
ite circuit. I'll do all I can to puto? 
top-class performance there 0M © 
surface which, thankfully, isn’t !0° 
abrasive on the tyres - provided it 
isn't too hot. I don’t want to disap 
point my home crowd! Meanwhilé 
Weare picking up points in the Work 
Championship standings-may 
always with panache, but 

nately that’s not up tous. [take con 
lation at home with my son Kets 
who is giving me great joy- Pattlat” 
and I would like to take this opPoTe 
nity of thanking all our friends in #8 
paddock for their kind wishes 0" ae 
birth of our first child. See You ‘a 
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SPECIAL MID-SEASON PRI 
ON ALL OUR SUITS AND f 
CRASH HELMETS! 


cEWEA 


coro a 
= —TOP TEK 
LATEST RAC APPROVED HELMETS IN STOCK 


RA 


SECURICOR ON OVERALLS & LARGE ITEMS £6.00 + V.A.T. 


PLEASE ADD 15% V.A.T. TO ALL PRICES 
POSTAGE ON SMALL ITEMS £2.50 


= 


RACEWEAR 


Racesuits 


As we manufacture the suits ourselves we can offer 

the LARGEST RANGES OF RACESUITS AVAILABLE ‘Asseall og 
the suits below we can make ANY suit in ANY material to your 
‘own specification. Embroidery with sponsor names, hoops, 
stripes, piping etc can be made to order. We offer a made to 
measure service to ensure the suit your order is to your exact 
requirements 

A HUGE RANGE OF STOCK SUITS ARE AVAILABLE IN XS, S, 
M, L, XL IN ALL COLOURS OFF THE PEG! 


SINGLE LAYER PROBAN £48.50 
(This superb budget suit is now available in RED, ROYAL 


BLUE, NAVY & ORANGE constructed to the highest standards 
using NOMEX zip, velcro, thread & cuffing) 


SINGLE LAYER PROBAN 89 £59.50 
(As above but with constrasting coloured piping trimming the 
suit, making this @ very ettractive yet competitively pnced 
garment) 
SINGLE LAYER F.1. CLUBMAN £79.50 
The clubman suit is made with PANOTEX HEAVY WEIGHT 
cloth and using NOMEX thread, velcro, zip & cuffing. Available 
in RED & ROYAL BLUE the suit comes with contrasting wide 
chest & arm hoops) > 
£99.50 


SINGLE LAYER NOMEX 
(Constructed with highest quality NOMEX Il cloth. Available 
in black, white, red, blue, yellow & green with contrasting 
coloured pipe & trim) 


DOUBLE LAYER CLUBMAN Fis. £195.00 
Nomex III outer with super-smooth Nomex lining, box quilted 
available in all Nomex colours with contrasting colour trim. A 
superb value 2 layer suit. 

DOUBLE LAYER NOMEX ¢.1.s.a. £245.00 


(2 Layers of NOMEX ill are used with the inner layer being 

separate & reversed to give superb comfort with no bulky 

seams, trimmed with piping and available in all nomex 

colours) 

DOUBLE LAYER NOMEX BOXr..s. £245.00 

(2 Layers of NOMEX III box quilted are used with the inner 

layer being separate & reversed to give superb comfort with 

no bulky seams, trimmed with piping and available in all 

NOMEX colours). 

TRIPLE LAYER PROF F.1.s.a ea 

(The ULTIMATE IN PROTECTION. 2 Layers of NOI 

sandwiching NOMEX FELT, finished with BOX QUILTING or 

PINSTRIPING with constrasting piping). 

te OUR TRIPLE LAYER SUITS EXCEEDED THE F.l\A. TEST 
BY OVER 2% TIMES *** 

dex THAT SPEAKS FOR ITSELF!!! *** 


Felmets 


BELL ‘SIMPSON 

RACESTAR s16000 | VOYAGER S Bes 

MAG 4RS £18000 | BANDITS 

XFMI #31000 oe 

M2RS £24000 

EVEROAK 

RSK £89.99" pre 

CORSA £135.00" 

ees ties | GAYA {small window) on 
2R 2 (large window! 

a om ZA3(openwindow) £135.00 


*ZERO RATED NO VAT 


UNDERWEAR 
NONEX WONEYCOMBE White 
NOMEX SUPER SMOOTH White 


NOMEX W/WEIGHT S/SMOCTH Red/iue 


BALACLAVAS 

NOMEX SUPER SMOOTH 
Single & Twa eye-hale 

NOMEX SUPER SMOOTH 2 layer 
FISA approved 

socks 

NOMEX KNEE LENGTH 

NOMEX ANKLE LENGTH 


GLOVES 
NOMEX 2LAVER RALLY Rede 
NOMEX2 LAYER SHORT Red/Bive 
NOMEX2 LAYER LONGAedBiue 
NOMEX3LAYER GAUNTLET Red/Bive 


BOOTS 
‘SIMPSON RACE BOOTS 
SPARCO CLASSIC LEATHER 
SPARCO TOP DRIVER NOMEX 
PUMA RACE BOOTS 


Racewear 


Seats & Harnesses 


AX, 
POINT CLUBMAN HARNESS 


WILLANS 

SUPER SPORT 33. POWNT 
SUPERSPORT A= 44 PONT 
(CLUB 4333-POINT SALOON 
ELUB 444: POINT SALOON 


as 
eas 
cass 
mss 
mass 
(LU 4 66-POINT SALOON pred 
(CLUBS POINT SINGLE SEATER. ass 
SILVERSTONE E6-POINT S/SEATER as 
SEATS 
CORBEAU GTB HuGHEACK COMP =o 
‘CORSEAU GTA CLUBMAN COMP as 
(CDRSEAU MONZA SPINT KEVLAR as 
CCOREAU CARRERA KEVLAR, 16735 
HUNIMASTERHEFS +4 COMP, Cry 
HUNTMASTER KEVLAR FACING eriso0 
ET REVIAR eo 
PROFESSIONAL KEVLAR 00 
RIDCARD R99 00 
IDGARD SPRINT erie 
'SPARCO CORSA sme 
SPARCO MONZA ene 


Varieyret10p30 e300 
Varley dtp 42 9750 
aie ed spat 1S e130 
‘Varig edlash 20 oro 
Bateryaekpug (each) £12.95 
Autalec master sich eur 
Er 

e195, 

RECO aiwetch ES 
Chranotechsiopwatch 2604 


ever 10 


Hever 201 Taung board 
Hever 7OS2Timngtoard 14895 
Racepars Gauges 

oom pressure gauges se 
1b pressure gases e450 
Diieme yavge 50 


Walrteno gnige 
‘Dual gauge press emp 
Eleevone tachoaT 

‘letrone Tacho 10T 
Jones Tachos 


Tacho cables 30 
Ful Range of Soans/tucas 
Gaoges Stocted 
DigtslPyrometer Mead ES.00 
Hypodermc prabe 400 
Surface probe 300 
‘Specal Tyre Probe $55.00 
e295 
45 
£21.00 
42.0 
Newbow304T/Pressqauge £00.00 
Ralyeon3innream e580 
Procomintercom eatso 
Sons nircoma om 65.00 
Petarinercoms Wom E1450 
DigtalPnoarus Bits 
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Fall range of Mame & haleolnt 


Hours of businessare: 


Monday-Saturday 8.30am-6 00pm. Sunday morning 10.00am-1.00pm 
Brands Hatch Shop Open on Racedays 


MAIN ROAD, WEST KINGSDOWN, SEVENOAKS, KENT TN156EU 
TEL: (047485) 2271 & 3258 FAX: (047485) 3808 

Cheques must be made payableto: FORMULA ONE ACCESSORIESLTD. 
Credit Card (Access, Barclaycard, American Express} 

Phone your order and.card details for immediate despatch 


TEN QUESTIONS FOR 

WILLIAMS-RENAULT 

TEST DRIVER MARK 
BLUNDELL 


n the constant drive to improve 

performance from the Williams- 

Renaults of Riccardo Patrese and 

Thierry Boutsen, dozens of me- 
chanics and engineers work away in 
the background. Backing them up is 
24-year-old British test driver Mark 
Blundell. 


1. Mark Blundell, whatisatestdriver 
- a kamikaze pilot, a set-up special- 
ist? 


MB: “Neither of those. A kamikaze 
pilotwouldn’tlastlong asa test driver, 
because all the time you must react 
calmly, using your judgement, never 
taking senseless risks. You have to be 
a safe driver, never go off - otherwise 
you may jeopardize or even destroy 
months of hard work. And you'renot 
there to act as engineer, either: | have 
to carry out my task, then give my 
account of what I have done. Each to 
his own role! Mine is to put the car 
through the very treatment conceived 
by the Williams-Renault researchers 
for the purposes of their 
testing. That can go from 
simulating a complete 
Grand Prix run to simple 
laps of the circuit, coming 
in to the pits every second 
or third timeround. Atthat 
point the engineers don’t 
want to hear my comments 
or instructions, what they 
expect of me is that I de- 
scribe inas much detail as 1 
can the car’s behaviour 
during testing, to comple- 
ment the data they have 
gathered through telem- 
etry or from the recording 
instruments round the 
track. I am just a simple 
driver who follows out the 
engineers’ orders to the let- 
ter then recounts as faith- 
fully as possible what he 
has experienced out on the 
track.” 


2. Does every team have 
its own test driver? 


MB: “No, only the major 
teams. The three leading 
outfits, Williams-Renault, 
McLaren and Ferrari, who 
are fighting it out for the 
Championship, do put a 
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Testing 
Testing 


Mark Blundell 


One of a series of excellent 
background releases from 
Renault Sport - our thanks 

to Jean-Jacques Delaruwiere 


great deal of effort into developing 
their cars. That work is done for the 
most part on the drawing board, in 
the workshops or in the wind tunnel 
But there comes a point where a com- 
puter can’t take the place of a human 
being. Simulation is one thing, what 


really happens onthe tracks anothe, 
Ata certain dev elopment stage vou 
always have to carry out “real jifgr 
tests, and that’s where the test Pilot 
steps in to help the team’s two main 
drivers. Thierry Boutsenand Riccardg 
Patrese are sometimes too busy a 
-arry outall thetesting between races 
Then Lactas their double, and as the 
extension of the technicians’ hands, 
ears and eyes , 


3. What does it take: superlatiye 
driving skills, or a particular tem. 
perament? 


MB: "At the outset I may be more 
receptive or sensitive than others to 
the way a car reacts. There are some 
drivers whoaren’tvery talkative when 
itcomesto their engineer's questions! 
If there is a gift involved, then you 
have to develop it and let it flourish, 
The most important thing for a test 
driver is to build up as much experi- 
enceas possible. Since I was eight I’ve 
been driving anything that had two 
or four wheels. I went from motocross 
to Formula Ford 1600, to FF2000, to 
F3000, then to Sports-Prototypes be- 
fore embarking on my career as a 
Williams-Renault test driver. I never 
miss a chance to get into a machine 
with four wheels: expanding your 
range of experiences is one 
of the keys to success. To 
makejudgements, youmust 
be able to draw compati- 
sons, further your driving 
knowledge as best youcan. 
But at the same time you 
must display great coolness 
and objectivity in explain- 
ing whatyou havefeltat the 
wheel. It’s vital to behonest 
enough to get out of the cat 
and say 'Sorry, didn’t feela 
thing, didn’t understand 
what was happening, oF 
‘You changed the set-up? 
Well Inever noticed it!’ You 
can’t get away with telling 
fibs or making things UPr 
there’s too much at stake: 
Every opinion I pass influ= 
ences the future develop- 
ment of the car." 


4. Do test drivers have thelt 
own vocabulary? 


MB: "Not really. The mail 
thing is to be as explicit 2 
you can. When I come into 
the pits after a few laps WE 
80 into a debriefing, ie: @ 
meeting in which I go ove 
= mylaps in chronological: or 
= der. Corner by corner I de 


scribe to my engineers with as many 
details as I can every second of the 
test. It’sa matter of talk, talkand more 
talk, and simulating what happened 
in the cockpit. I have to be able to 
make my technicians feel what hap- 
pened in the session as if they had 
been in my place. There are some 
engineers who prefer to run the de- 
briefing their way, sol have toanswer 
with as much precision as possible 
questionsaboutstability, acceleration, 
road holding, in short, everything 
about the way the car handled." 


5. Isa Formula 1 test driver's occupa- 
tion as hazardous asa test pilot’s? 


MB: "I work with my feet firmly on 
the ground! Of course there is always 
an element of danger. In a quick cor- 
ner, or when you're testing close to 
the limit, you can always have a sus- 
pension failure or some other me- 
chanical or chassis problem. Justas in 
arace you may lose a wing or break a 
wishbone. But there is no morereason 
why that should happen in testing 
than ina race, perhaps less so. Because 
during testing sessions more often 
than not I’m alone on the track. If 
something happens I’m inno danger 
of hitting or being hit by another car. 
Of course mechanical problems can 
have serious consequencesin Formula 
1: when you're travelling at 300km/h 
the slightest hitch can take on alarm- 
ing proportions. Youhavetobeaware 
of the risk, of any potential danger, 
without becoming obsessed by it. In 
any case I’m no guinea pig for the 
Williams-Renault team. When I get 
behind the wheel I’m fully aware of 
any modifications made on the car. 
The risks I take in testing, in so far as 
there really are any risks, are always 
calculated ones. 


6. What is the exact nature of your 
work with Williams-Renault? 


MB: "I've become an expert in intelli- 
gentsuspensionsystems! Since came 
into the teamsevenmonthsagol have 
been carrying out development tests 
on the Williams-Renault fitted with 
active suspension; 95% of my time in 
testing is spent on perfecting that sys- 
tem. Electronically managed, this 
system makes the car’s road holding 
perfect in every circumstance. Devel- 
oped by the Williams-Renault engi- 
neers, it is the safest and most ad- 
vanced suspension system going. It 
should be fully operational by theend 
of thisseason. Frank Williams and the 
Renault Sport management will de- 
cide after the Adelaide race ifthe 1991 
cars should have it fitted.” 


7. How much time do you spend on 
single seater testing? 


MB: "Since the end of 1989 [ have put 
in about 18 full days of testing. The 
Williams-Renault team visits virtually 
all the European circuits: Paul Ricard, 
Croix-en-Ternois, Estoril, Silver- 
stone... It’s very important to test the 
car on a variety of tracks. Normally 
they are private sessions and we are 
alone on the track, but it can happen 
that I find myself amongst other 


drivers during FOCA tests. I must 
have covered 6,000 to 7,000 kilome- 
tres since December 1989. That may 
not seem much, but it represents a 
huge undertaking. Every session is 
punctuated by pitstops fordebriefings 
withthe engineers. Icertainly couldn't 
have put in many more kilometres 
since the end of 1989. Changes to the 
set-up or suspension modifications 
can immobilise my test chassis for 
weeks on end. You mustn't forget 
that when I get into the cockpit, the > 
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SIMPLY THE FINEST E-TYPE 
THAT MONEY CAN BUY 


Have you ever dreamt of owning the finest Jaguar 
E-Type in the world? At Southam in Warwickshire 
you will find a company fecreating a limited 
number of these desirable cars, to a standard un- 


matched anywhere in the world. 

Your authenticated car, which 
will take some six months to hand 
build, is designed to surpass even 
the exacting standards of the orig- 
inal. A standard no mete testor- 
ation company could come close 
to reaching. 

If you consider that it takes 
Rolls Royce 10 to 15 weeks to 
produce the world's finest saloon 
car, you can appreciate the exact- 
ing standards we employ. 

Using traditional skills allied 


to the latest technology, our team of sixty crafts- 
men will tailor your car to a new standard of 


This fine attention to detail personifies English 


craftsmanship at its finest. You 
are able to select your own choice 
of hand stitched Connolly leather, 
walnut veneer cappings and spec- 
ify high performance engines, a 
five speed gearbox and an en- 
hanced braking system. 

Our commitment is to hand 
build the finest cars in limited 
numbers, individually tailored to 
meet the most discerning tastes. 
Your car, when built, will be a 
true masterpiece like no other in 
the world. 


‘The company will also be recreating a small number of 
the Jaguar XK Series tothe same exacting specification. 
For further information and an invitation to visit our 


factory, please contact our Sales Director Richard Friend, 


or alternatively send £6.00 for a full colour brochure, 


English Cars of Distinction Limited, 

‘Westfield Road, Kineton Road Industrial Estate, 
‘Southam, Warwickshire, CV33 OTH. 

‘Telephone (092 681) 4327. Facsimile (092 681) 3324. 
A division of Automobiles of Distinction plc, 


UM MU. 


erched high up at the back of 
Monza’s splendidly perma- 
nent main grandstand, I in- 
evitably find myself thinking, 


at long last, I've returned to a circuit 
with a soul. Cynicism is the journal- 
ist's stock-in-tradi they say, and it 
is certainly nec y to develop a 
thick skin when dealing with some of 
the off-track, pseudo-political dramas 
which bedevil the overintense, my- 
opically introspective world ofGrand 
Prix racing in the 1990s. 

Yet I defy anybody not to be im- 
pressed with that view, out across the 
huge start/finish apron, to the pits 
which, priorto the 1989race, remained 
essentially unchanged since the 
Vanwalls took on the Maseratis some 
thirty years ago. It brings tear tothe 
eye, stimulating the most jaded pal- 
ate. Monza. Nowhere else on earth 
reminds me so vividly just why I 
wanted to become a motor racing 
writer. 

In 1988, of course, we had a treat, 
rare and unexpected. I must confess 
that the combined effects of the Ital- 
ian sun, a glass or two of Barolo at 
lunch and another Ayrton Senna/ 
MeLaren runaway were beginning to 
weigh rather heavily on my eyelids. 
With two laps to go, just as half the 
press grandstand edged towards the 
world ofdreams, we were roused from 
our impending slumber by the sight 
of the leading McLaren being turfed 
unceremoniously off the circuit by 
Jean-Louis Schlesser's Williams. 

A computer couldn’thave worked 
out the permutations quickerthan the 
partisan crowd. A Ferrari victory was 
in the bag, and they bayed hysteri- 
cally as one. More than that, it wasa 
1-2. And they don’t occur very 
often. Sure enough, we were all 
treated to that spine-tingling 
sight of Berger leading Alboreto 
up out of Parabolica to take the 
chequered flag. It was a 


sight we —— 


witnessed for nine long years. 

There have been nail-biting Ferrari 
victories at Monza in the past. Some 
have been crucial steps towards the 
World Championship (Surtees ’64), 
others glorious one-ofts (Scarfiotti’66). 
Regazzoni’s 1970 triumph came in 
the wake of the tragic fatal practice 
accident which claimed Jochen Rindt’s 
life, turning the weekend intoastrange 
blend of distress and elation. Clay did 
itagainin’75, then Scheckter clinched 
his championship when Gilles 
Villeneuve sportingly stayed behind 
him to finish second four years later. 

There was one man in the Monza 

paddock last year whose 

Grand Prix experiences 
had encompassed 
Pretty well all the 
emotions in the 


book. A man who knew roa 
modus operandi insideout, from ati'e 
hand experience. The man who oe 


ship - Phil Hill. 

Never cana World Champiqn a) 

battle have been resolved ma 
poignantly, brutally, than th e 
i crown. With only two rece 
-Monza and Watkins Glen - the on 
test came down to a two-horse a 
between Maranello team-mates Hil 
and his aristocratic German Tiva] 
Wolfgang von Trips. Hill won 
race, took the title. Trips was killeg 
along with fourteen spectators, 

Almost three decades later, Phil 
reflected on that pivotal weekend with 
characteristic lucidity and dee 
thought. One of the few Tacing driy- 
ers, retired or otherwise, with the 
ability to rationalise and explain his 
feelings in any depth , he admits ty 
feeling vaguely uncomfortable about 
the way in which he and von Trips 
were popularly portrayed as bosom 
buddies, life-long friends. 

The reality was slightly different, 
Like Alain Prost and Ayrton Sennaat’ 
McLaren in 1988, their partnership 
was cordial, but not close. 

“That's how it was with Trips/ 
Phil says candidly, “because I didn't 
really identify with him at all on@ 
personal level. He was a happy-go- 
lucky, have-a-ball sort of guy andl 
really wasn’t. I could enjoy myself 
right enough with peopleI knew wel, 
close friends, but not with von Trips: 
He was an enormously extrovert per 
sonality who achieved what he did 
despite what I saw to be a major lack 
of caution.” 

Ofcourse, 
they came 


Hill, Monza 1961 


and tragedy for team mate Trips at the same race 


from dramatically different back- 
grounds. Wolfgang, Graf Berghe von 
Trips, sprang from the German aris- 
tocracy, grew up on the large family 
estate near Cologne and, throughout 
his life, was an uncomplicated ‘gen- 
tleman player.’ He never aspired to 
any great technical understanding of 
what made his racing cars work, as 
evidenced from a possibly apocry- 
phal tale stemming from 1961. Trips 
is said to have been sitting in the pits 
when he heard a mechanic mutter to 
acolleague ‘we'll need to fix that bro- 
ken rollbar,’ Slightly confused, Trips 
looked up at the rollover bar on his 
Ferrari and inquired just where, pre- 
cisely, was the break! 

In his formative years, von Trips 
had more than his fairshare of shunts, 
but by 1961 he was nicely mature, 
relaxed and in control of himself. A 
year younger than the German, Phil 
Hill hailed from a comfortably-off 
California-based family and served 
his racing apprenticeship in the US 
West Coast enclave which also threw 
up fellow stars DanGurneyand Richie 
Ginther. Through sports cars heeven- 
tually found his way into Ferrari's 
Grand Prix line-upby the end of 1958. 
The obsessive way in which he ap- 
Proached his racing reflected a per 
fectionist streak. A worrier, the high- 
Pressure environment prevailing at 
Ferrari in 1961 frequently tripped his 
hairtrigger temper and produced fits 
of exasperation. 

Phil has admitted in the past that 
he had little time for the devilemay- 


care attitude brought to bear by Mike 
Hawthorn and Peter Collins when he 
was trying to get into the Ferrari F1 
team in ‘58, so with Trips coming out 
of the same mould it was hardly sur- 
prising they were distant. Add to that 
what he describes as “a good deal of 
back-biting in the team throughout 
1961” and the atmosphere must have 
been electric as the Ferrari team lined 
up to do business at Monza over the 
weekend of September 8-10. 


"Ferrari just hated 
hearing anything 
critical of his cars, so 
he said maybe | 
ought to put my foot 
down a bit.” 


Hill, von Trips and Richie Ginther 
all turned out for the Italian Grand 
Prix at the wheels of the latest specifi- 
cation type 156, fitted with the more 
powerful 120-degree Dino V6 engine. 
In addition, the pressure on the estab- 
lished drivers was sustained by the 
inclusion in the team of 19-year-old 
Riccardo Rodriguez, tremendously 
talented, devastatingly overconfident 
and bankrolled by his wealthy father, 
plusGiancarlo Le sara first-time 
Reims winner w1 car was nomi- 
nally entered by’ the Milanese Scuderia 
Sant’ Ambroeus. 


The combination of road and 
banked circuits were pressed into use 
for this event, tackled by Rodriguez 
withanalmost worrying nonchalance. 
Trips had to work flat-out to beat the 
precocious Mexican kid to pole posi- 
tion, with Ginther on the inside of the 
second row ahead of Phil who had 
been fuming abouta down-on-power 
engine he'd been forced touse during 
the second day of practice. 

“They always used to break the 
lap into two sections for timing pur- 
poses,” he explained, “clocking your 
time on the banking and then adding 
it to your time for the balance of the 
lap. My car was losing about a second 
juston the banking which should have 
told the team something - and I got 
intoa littleargument with Enzo Ferrari 
when he asked me whether anything 
was a 
“I told him that the windscreen 
‘was too low, thatmy head was rattling 
round so much that I couldn't see 
what the hell was going on. I'd asked 
fora little lip to be fitted to the top of 
the perspex screen, just like Gurney 
used to use, and they'd somehow 
managed to fix the lip on the 
way round. Well, Ferrari just hat 
hearing anything critical of his cars, 
so he said maybe I ought to put my 
foot down a bit. To be honest, it was 
quite an unpleasant time...” 

Not that this was Phil's only 
problem prior to the race at Monza. 
At the end of one practice run he 
suddenly found he had become tem- 
porarily deaf in one ear. “A doctor > 


da nurse with 
duly pro 
nt,” he recalls 


with a huge sy 
a little white bucket v 
duced and away we w 
with some 
once this problem had been sorted 
out, he rounded off practice by ‘de 


musement. However 


manding’ a new engine for the race 
r done anyth ike that 
nits almost sheepishly 
It was a desperate demand on my 
part. I thought, Dammit, this engine 
isn’t any good, so I want another one 
It turned out that my practice er 
had more time on it t 
others and had already broken sev 
eral valve springs 

During practice we'd 
some of the negative camber on the 
rear wheels, picked up about 150r 
nto the 


I'd nev 
before,” he 


any of the 


ot rid 


or so and taken ourselve 
range where we knew the 
springs had always been critica 
Moreover, mine had over-r 
fore we decided to char 
gearing, after the first 
that change because we kr 
would involve a lot 
and, if we were revv 
when we were running alone 
clearly going to be a lc 
we were running togeth 

Hill’s memories of the race it 
are brief and to the point. “1 
otherengine, the rest fell out 
lasted. In fact, my race engine w 
good that I had no problem lead 
the race and setting fastest lap. 

Of course, with their high gearing 
the Ferraris started gently, allowin 
Jim Clark's Lotus 21 to get inamong 
them on the opening lap, the Scot 


coming 
Hill was third 


and 
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lose to. To some 


ult for me to say 
toT 


do youdo when 


people treat you that way? I was ¢, 
pletely screwed, unable to exprogy 
emotions adequately.” 


Phil admits he sensed th 


FeS8 my 


at 
thing was wrong by the infinitesie® 
pause from Ferrari chief engi! 
Carlo Chiti when he asked jt 
> im 
Trips 
There were just tO Many bey 
before he answered,” says Phil “Tha 
fears about it and had diffi ulty con 
centrating all the way to the rostrum, 
I couldn't keep my mind straight | 
was on automatic pilot, if you like 
until | got official word.” 4 

Ferrari subsequently misseq the 
United States Grand Prix, denying the 
new champion his chance of perform. 
ing on home soil. Yet, far from bein, 
bitter about that, Phil fully understood 
the reasoning behind that decision at 
a time when there was a lot of pres 
sure on the Old Man 

“Yes, |was disappointed wedidn't 
go to Watkins Glen, but it was no big 
deal,” he admits. “I had been with 
Ferrari long enough to know that he 
might well use the Monza tragedy as 
an excuse not to go. He didn’t haveto, 
of course, because the Championship: 
was sewn up. People criticised 
Ferrari’s attitude after Monza, but he 
was just shaping up to reality. Racing 
drivers can die. 

“He'd been around long enough 
and handled enough of these sitta- 
tions, so it wasn’t callousness in any 
way shape or form. Just a condition 


ing produced by decades of what he 
had been through...” 
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1986 (D) AC COWRA 302 MK 4 ~ Standard 240069 ~ UK spec 
1988 (F) AC COBRA 302 MK 4~ “Standard” 240b8p ~ UK spec 


Lightweight Competition/Street’ 0bap — UK spe 


Mk 4 


M2 MK 4 ~ “Standard” 230 bap — UK apec. Dark blue with white 


2,000 miles. Samp the bexe! (Phew, 


3 with manual gibox. 


1966 AUSTIN-HEALEY 3000 MI 3 VB-~ Left hend drive, Fined with Cobra § bire V8 engine (some perfor 


original (Not shawn) 
1986 (D) LAMBORGHINI COUTNACH QY. | owner, [1,000 miles Back 


1972 AC 428 FRUA D.H.C, Only 26 Dual, thin the last of 


1990 (F) FERRARI 328 GTS. | owner, 12.000 miles. Rad. AX options 
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BRIAR FORGE, VICARAC 
VISITS STRICTLY BY APPOINTMENT ONLY! 


HERTFORD HEATH, HER 


WRITE TO: 


0992 500-007 


FAX: 0992 55-88-91 
9a.m. TILL 10p.m. 7 DAYS A WEEK 


ROD LEACH’S ‘NOSTALGIA’ — TEL: 
MOBILE: 0860 321-981 
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by which time an all-new V6 
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Ferrari had been produced, based on 
the company’s 1957 Formula 2 car, 
This won at Reims (Peter Collins) and 
erstone (Mike Hawthorn), and 
with four seconds and a third Haw- 
thorn also became World Champion 
During the year both Luigi Musso 
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and Peter Collins died in Ferrari, 


at the end of the season Hawtin 
announced his retirement - only toy 
Yto 


killed in a road accident a fe 
later 
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where the front-engined Ferragj w 
no match for the rear-engined Gaus 
ers which won five of the year’s gj ai 
races. And in 1960 the Ferraris we 3 
even more outclassed, winning only 
at Monza - and that only because the 
British teams boycotted the race dis 
to the use of the “combined” circult, 
which included the very rough banka 
oval. 

For 1961, however, Ferrari had q 
head start onthe opposition, with the 
powerful 1.5-litre Dino V6 enging 
behind the driver in a multi-tubular 
chassis; the outcome was five wins jy 
eight races, with Phil Hill becoming 
World Champion and Ferrari receiy- 
ing his first Constructors’ Cup; the 
downside was the death of Wolfgang 
von Trips at Monza. 

In 1962 the V6 Ferraris were no 
match for the V8-engined cars pro- 
duced by BRM, Lotus, Cooper and 
Lola, and finished only fifth in the 
Constructors’ Championship. Exten- 
sive testing and a new driver line-up 
culminated in a win for John Surtees 
at the Nurburgring in 1963, but a fur 
ther twelve months were to elapse 
before Surtees repeated this victory 
the 158, with its V8 engine and sem 
monocoque chassis. The next race Was 
in Austria, on the very bumpy Zeltweg. 
airfield, and was won by Lorenzo 
Bandini in a 156 after most of the 
opposition (including Surtees’s 158) 
had dropped out with chassis failures: 
And at Monza Surtees’s 158 made it 
three in a row, second places in the 
final two races bringing him the 
Drivers’ Championship and Ferratl 
the Constructors’ Championship. 

As was so often the case, the mo 
Mentum was not maintained in 196% 
despite the avaiiability of a flatl2 
engine as well as the V8. But there 
were great hopes for 1966 and the 
new 3-litre formula, for which Ferma 
produced anew car witha V12engine” 
However, Surtees left the team altet 
Winning convincingly at Spa, a the 
year’s only othersuccess was recore® 
by Ludovico Scarfiotti at Monz 

The next three years were even 
Worse, The engines were far from 
Hable and the cars in which they Yer, 
lick Tere HO match for the sme 

Shter cars built around the Reps 
and Cosworth Vgs; the only 
task this period was recorde 
ee Ickx in 1968 at Rouen: in 

7 Lorenzo Bandini was killeé 


fiery accident at Monaco 

1970 brought the312B, which won 
four of the last five races; Ickx and 
Regazzoni finished 1,2 at the 
Osterreichring, Mosport and Mexico 
City, and Regazzoni won at Monza. It 
also won at Kyalami (Mario Andretti) 
and Zandvoort (Ickx) in the early part 
of 1971, but after that the momentum 
fell away again and, except for Ickx’s 
victory at Nurburgring in 1972, there 
were no more successes for nearly 
three years. 9 

For 1974 Ferrari had a new car, the 
3128/3, a new driver, Niki Lauda, 
and a new team-manager, Luca 
Montezemolo; the combination was 
competitive from the outset and won 
at Jarama and Zandvoort, while 
Regazzoni won at the Nurburgring 
and finished second in the World 
Championship, with Lauda fourth, 

In 1975 Lauda was World Cham- 
pion, with wins at Monaco, Zolder, 
Anderstorp, Ricard and Watkins Glen; 
with Regazzoni winning at Monza, 
Ferrari also took the Constructors’ 
Championship. There was another 
Constructors’ title in 1976, but after 
winning at Interlagos, Kyalami, 
Zolder, Monaco and Brands Hatch, 
and being very badly burned at 
Nurburgring, Lauda lost the Drivers’ 
title by one pointafter refusing to race 
in heavy rain at Fuji; Regazzoni was 
fourth in the championship and won 
at Long Beach. 

1977 brought a third successive 
Constructors’ Championship, with 
Lauda winning at Kyalami, 
Hockenheim and Zandvoort and 
Reutemann at Interlagos. Lauda also 
won the Drivers’ title, but refused to 
take part in the final two races, saying 
(quite rightly as it turned out) that the 
312T2 was no longer competitive. 

In 1978 Lauda was replaced by 
Villeneuve and Ferrari switched from 
Goodyear to Michelin tyres for the 
new 312T3; the year brought four wins 
for Reutemann (Rio, Long Beach, 
Brands Hatch and Watkins Glen) and 
one for Villeneuve (Montreal). In 1979 
Reutemann was replaced by 
Scheckter, who won at Zolder, Mo- 
naco and Monza and became World 
Champion. Villeneuve won at 
Kyalami, Long Beach and Watkins 
Glen and Ferrari was champion con- 
structor but was lagging technologi- 
cally - particularly in the harnessing 
of ground effects; in addition, the 
Ferrari flat-12 engine had finally 
reached the end of its useful life. 

It was thus anticipated that 1980 
mightnotbea particularly good year, 
but tenth in the Constructors’ Cham- 
Pionship, with drivers of the calibre 
of Scheckter and Villeneuve, can only 


ees as disastrous. However, 
¢ id have a 1.5-litre turbo en- 
at under development, and in 1981 
and Joram, SathistowinatMonaco 

1982 brought wins for Pironi at 
Imola and Zandvoort, for Tambay at 
Hockenheim and for Ferrari in the 
Constructors’ Championship; it also 
brought the death of Villeneuve in a 
qualifying accident at Zolder. Wins 
for Tambay at Imola and for Arnoux 
at Montreal, Hockenheim and 
Zandvoort helped to secure the 1983 
Constructors’ title, but the next three 
years produced a total of only three 
wins for Alboreto - at Zolder in 1984 
and at Montreal and Hockenheim in 
1985. This was the era of first TAG 
and then Honda dominance, and 
Ferrari did not win again until theend 
of 1 


987, when Berger triumphed at 


both Fuji and Adelaide. 

Berger scored a surprise win at 
Monza in 1988, and in 1989 the John 
Barnard-designed 640 won first time 
out at Rio, in the hands of Mansell; 
Mansell won again, brilliantly, in 
Hungary, and Berger won a contro- 
versial race at Estoril. This year Prost 
notched up wins 98 and 99 at 
Interlagosand MexicoCity,and made 
it100 at Paul Ricard on July 8;currently 
the indications are that the second 
hundred will comeconsiderably faster 


than the first fa 


r a. 
| Grand Prix Victories 
Ferrari's Closest Rivals to GB 1990 


Team Years Races Wins 
Ferrari 40 463 100 
MeLaren 240 «a7 83 
| Lotus 320 417-783. 
| Williams 15 256 «42 | 
| Brabham 28036685 | 
| Tyrrell 20 27? 


yrrell Technology Group's in 
novative 019 has proved one of 
the most exciting carsin the 1990 
field. 
Interestingly, the Tyrrell 019is the first 
monocoque in Formula One to fully com- 
ply with the stringent 1991 FISA require- 
ments on structural integrity, providing 
the driver with improved protection from 
his survival cell. 


AERODYNAMICS 
1) The famous kinked wing concept lifts 
the underside some 15-20 cm off the 
ground (2). This allows more air to flowin 
under the car, producing more suction 
and improving underbody aerodynam 
ics 
3) The front wing sidefins are long and 
curved to obtain smoother airflow at the 
inside of the wheel, and to protect the 
front wing airflow from the turbulence of 
the tyres. This gives more downforce and 
lowers overall drag’ 
4) The unique one-damper front suspen 
sion allows the nose to be very sleek 
5) Compared to the Tyrrell 018, the 
windshield and cockpit instruments have 
been lifted slightly, giving a more com 
fortable driving position. The windshield 
isremovable, giving access to the damper. 
The monocoque has an aerodynamically 
curved surface. 
6) As onall current Formula One cars, the 
air intake for the engine is above the 
driver's head. The air is fed through an 
interior air channel to the Ford Cosworth 
DFR 3500ce V8 engine. 
7) A low engine cover is important, in 
order to give maximum room for fresh 
undisturbed airflow, leading onto the rear 
wing. 
8) A small airscoop for the gearbox oil 
cooler is neatly integrated in the rear end 
bodywork, as on the Tyrrell 018. 
9) The sidepods, which also are similar to 
those of the 018, are relatively low. All 
edgesarerounded tominimizeturbulence. 
The pods have narrow air intake (for the 
water radiators). They widen round the 


fuel tank (which is extended to the sides) 
to retain almost the same cross section 
area for the interior airflow. The pods 
narrow between the rear tyres, in order to 
givemore room for theairflow around the 
inside of the rear wheels. The air from the 
pods escapes under the rear wing and so 
does not lessen its efficiency. 
10) Classic rear wing, which generates 
downforce, increasing rear end traction 
Different wings are used on different 
tracks. The low speed version is shown 
here. It isin two sections. The upper sec- 
tion is in three profiles; the third step is 
almost vertical and features a trim tab. A 
high speed version with three sections 
(where the profiles had much less inclina- 
tion) was tried at Imola. 
sake sores times ol Pe 
extra traction. Nos iieoat i pas 
ee ne ‘small vertical fins 
‘ e the vacuum, 


coop, ling the wheel 
12) Airscoop, for cooling Ss 
ing, the carbon-carbon brakedisc,anaife 
AP brake caliper. 


FRONT END AERODYNAMICS, 
1) A 45°-degree wing connects the lig 
nose (2) and the horizontal front Wing (3), 
This new concept is the first major step in, 
exploiting underbody aerodynamics, ye. 
ing aerodynamically curved shaped un 
derside of the car and a flat plate for 
floor, to comply with the regulations, 
2) The arrow shape of the nose is Clearly 
visible from the side. This gives mora 
room for the airflow between the front 
wheels, giving less drag. 
3) The front wing is in two steps. 
inclination of the first is fixed, whereasthe 
inclination of the second is adjustable: 
steeper wing set-up is used at slow cir. 
cuits (more downforce and more drap), 
giving best overall efficiency. 
4) The sidefins are very long and curve on 
the inside of the front wheel to protect the 
front wing aerodynamics from turbulence, 
5) The lifted nose (2) allows much moreair 
to flow under the car than traditional nose 
designs. The underside gradually lowers 
(5). By the law of constant mass flow, the 
airflow isaccelerated, giving moresuction. 
More air flows under the entire car (6). 
7) Ashadow plate maintains flat bottom, 
as demanded by the FISA rules. 


FRONT SUSPENSION 
1) The outside front suspension parts are 
classic pushrod (1) for the vertical forces 
(eg, the aerodynamical downforce and 
theweight of the car). The horizontal forces 
(e.g. from braking) are transmitted 
through the upper (2) and lower (3) 
wishbones to the monocoque. 
2) The upper wishbone has been modl« 
fied, compared to the 018. The new wish- 
bone has a larger angle; it is mounted 
some 5 cm further to the rear, on the 
outside of the monocoque. 
3) The lower wishbone is mounted inside 
the monocoque. Another neat detail: the 


AERODYNAMICS 
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prake fluid pipe is located inside the hol- 
Jow wishbone rod, rather than being taped 
to the outside, as most teams do, The 
Tyrrell design 1s intended to save a small 
fraction of the drag induced by the front 
suspension parts. 

4) A single rocker, free to rotate on a 
transverse axle, connects both pushrods 
toasingle spring / damper unit (5). This is 
a unique Tyrrell layout, which gives the 
same vertical displacements to both 
wheels. With a relatively inflexible rocker 
the front suspension behaves as if a very 
stiff anti-rollbar had been introduced, _ 
6) These panels are removable, allowing 
access to the suspension parts and pedals, 
7) The steering rod is on the same level as 
the upper wishbone to lower drag. The 
front wheel toe-in is adjusted by altering 
the length of the steering rods. This is 
done by adjusting the bolts. 


ENGINE, GEARBOX AND REAR 
SUSPENSION 

1) The Tyrrell 019 is powered by thestand- 
ard 3500cc V8 Ford Cosworth DFR en- 
gine, which produces some 600 bhp. 
2) Electronic engine management system. 
3) The fuel injection is fitted between the 
air trumpets (4). 
5) Water cooler situated in each pod. 
6) Central watertank; spare water for the 
cooling system. 
7) There is a small heat exchanger box 
(engine oil - cold engine water), This 
concept, used on most Fl cars, saves weight 
by avoiding an engine oil cooler. 
8) Unlike all other current Formula One 
cars, the exhaust pipes of the Tyrrell 019 
do not end under the rear end floor. The 
underside of the floor is therefore com- 
pletely smooth. 
9) The 3-plate clutch from AP is in carbon 
fibre for weight savings reasons. 
10) The floor is supported by braces, to 
avoid vibrations. 
11) The engine oil tank is built into the 6- 
speed longitudinal Tyrrell designed gear- 
box (12), which has Hewland gear wheels. 
The gearbox, which was introduced last 
Year, is situated in frontof the rear axle, to 
allow the rear end tosweep upwards over 
the entire width, and for better weight 
distribution (more weight to the front). 
13) The gearbox oil cooler is mounted at 
the very end of the transmission, just in 
front of the rear wing support. 
14) The rear suspension isalso identical to 
the018; double wishbone (14), a transverse 
rod (15), and pushrod (16) operating the 
Vertical mounted spring /damper (17) by 
Tocker (18), The transverse rod, which 
Bives extra stability, is used to alter the 
hate of rear wheels: length adjustable by 


19) Mounting points for the torsion anti ~ 
roll bar. It ca eneree seldom used as the 
front suspension: really does not allow the 
‘ar to roll in the corners. 

20) Note that there is no sharp edge be- 
tween floor and itis 
rounded in order to lower drag. 


FRONT END 


FRONT SUSPENSION 


ENGINE, GEARBOX AND 
REAR SUSPENSION 


This month's feature follows on from 
our look at Marlboro’s presence in F1 
and asks pertinent questions about 
the future backing of the sport should 
tobacco manufacturers be forced out 
by the changing climate of opinion, 
legislation or whatever. 


t is widely believed that Grand 

Prix racing is becoming more and 

more popular, attracting larger 

and larger television audiences 
and that more engine manufacturers 
and sponsors want to get involved. 

Considerable weight is lent to this 
supposition by the cover of the 1989 
Broadcasting Statistics, entitled OVER 
17 BILLION VIEWERS - presumably 
meant to imply that this is the current 
television audience for Grand Prix 
racing, 

Closer examination reveals that 
over 12 billion of these 17 billion come 
under the heading “Total Viewers 
News Coverage”, which means that 
theannual audience for race coverage 
is actually 4,015,902,000 - an average 
of just over 250 million per event 
Unfortunately 138,107,000 of these are 
in China, a country where most spon- 
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David Phipp: 
Future of Sponsorship 


ever desirable, 
sors’ products, however © 


are not available. 
a without the News Coverage 
or the Chinese contribution the tele- 
vision audience figures are still very 
impressive, but it is unlikely that the 
majority of viewers notice more than 
a few of the brand names displayed 
ting cars. Is the television 
exposure they receive sufficient to 
justify the large sums currently being 
expended by F1 sponsors, or theeven 
larger amounts being asked of new- 


comers? 

Before 1968, when Fl carscould be 
built for a few thousand pounds and 
drivers’ retainers rarely exceeded four 
figures, Grand Prixracing was funded 
largely by the oil companies and by 
“starting money” - the highly negoti- 
able amounts paid to competitors by 
race organisers. Then Colin Chapman 
followed a practice he had first ob- 
served at Indianapolis by painting his 
cars red and selling advertising space 
toJohn Player & Sons, whoat thetime 
were promoting their Gold Leaf 
brand. Within a few years most For- 
mula 1 cars had become mobile bill- 
boards, and the pursuit and Servicing 


— MARKET PLACE 
Whose Money 


s assesses the 


of sponsors had become a major fos 
aece Fllife. Atthesame time OG 
had established prize funds Which 
ensured thatall competitors Weresure 
of some remuneration, though this 
has rarely made more than a Partial 
contribution to overall costs. 

Fl sponsors can be divided intp 
two categories, tobacco and nom-to- 
bacco. During the 1980s, as conven- 
tional means of advertising were in- 
creasingly denied them, the tobacco: 
companies found motor racing more 
and more attractive; even in countries 
which did not allow their names to 
appear in televised events they still 
got their message across by means of 
logos or colour schemes, How much 
longer they will be allowed todoeven 
thisremainsin doubt, butit doesseem 
likely that within a few years they will 
be legislated out altogether, at leastin 
Europe - which will, of course, resullt 
in the loss of a very significant pro- 
portion of Formula 1’s current budget: 

When Marlboro is no longer ale 
lowed to sponsor McLaren, it will not 
be McLaren who suffer so much a5 
the teams whose non-tobacco spon 
sors choose to switch allegiance. 
unless an alternative source of TeV 
enue is found, the overall effect will 
not merely be the elimination of pre 
qualifying, it could well mean 
there will no longer be any need 
qualifying other than as a means Of 
establishing the starting order. 

For some time it has been argued 
that the arrival of new Japanese OW 
£rS, sponsors and engine sure 
will more than compensate for the 

loss of cigarette money. 

_ Over the past winter, there cer 
tainly has been an upsurge of Jai a 
thus ~ though not, io8 p. 

itional Japanese sponso! 

ESI tookaninterestin the Larrouss 
Lola team, then Footwork vous 
aes and finally Middle! : 
ht Brabham; with Leyton ' 
already having taken over March 
Pan suddenly had a considerable, 
forest in the mid-field as well 537) 
influence at the sharp end as a 


of Honda supplying engines to 
McLaren- and, from 1991 onwards, to 
Tyrrell (On thelatter subject, itwould 
pe interesting to know whether 
Tyrrell’sengines willbe supplied free 
of charge?) 

Before getting carried away by this 
oriental orgy, or worrying about the 
prospect of the Japanese taking over 
completely, it would be helpful to 
know the motives of the various new 
owners. Are they expecting to make 
money out of Formula 1? Will they 
remain enthusiastic if they do not 
achieve success, normally equated 
with regular appearances on the po- 
dium? How, for instance, did Leyton 
House react when their 1988 front- 
runners both failed to qualify for two 
of the early races of 1990, before that 
spectacular return to form at Paul 
Ricard? Will the Yamaha V12be good 
enough toincrease 
Brabham’s tally of 
35 Grand Prix 
wins? And will 
Footwork’s busi- 
ness interests ex- 
pand sufficiently 
to cover regular 


bills from 
Porsche? 
If, as some 


maintain, in- 
creased Japanese 
ownership is the 
key to increased 
Japanese sponsor- 
ship, and if those 
concerned all have 
bluechipsponsors 
lined up, the future 
could well be very 
bright. If not, the 
kudos of owning a 
Formula 1 team - 
particularly a not- 
Very-successful Fl 
team - could 
quickly evaporate. 

Assuming that legislation does 
eventually lead to a decrease in the 
contribution of the tobacco compa- 
nies, and that the new Japanese own- 
€rs (not to mention the old European 
ones) grow tired of paying ever-in- 
ceasing bills, what will the situation 
be three or four years hence? Will 
teams find a way of running on Te 
duced budgets? Will the top drivers 
gree to salary cuts? Or will FI really 
80 into a decline? 

The solution, of course, is for the 
Motor manufacturers currently 
‘pending large sums on a cat 
Which attracts few spectators and has 
Virtually no television coverage ~ the 
World Sports-Prototype Champion- 
ship-to ciich cesses Bogue 1. By 


1992 they will all have 3.5-1 

A €3.5-litre racin; 
engines, and they could 8 
into Formula 1 tone Caer ees 


Somewhat different. They know th 
are the best, and could ok face bei 
beaten ona regular basis - though if 
they supplied engines toa top team it 
is unlikely they would be. 
Peugeotis planning toenter WSPC 
racing later this year, and is expected 
to be highly competitive -and would 


Whose name will replace the missing one? 


bably do just as well as. a Formula 
Teetnest Le Theonly currentor 
potential WaPc manufacturers for 
whomitisnotentirely | toswitch 
to Fl are Jaguar (owned by Ford) and 
Alfa Romeo (owned, like Ferrari, by 
Fiat). And currently Alfa-Romeo are 
noteven confirmed as WSPC entrants. 

In addition to providing engines 
and money, the participation of 
Mercedes, Nissan, Toyota and 
Peugeot would give Grand Prix rac- 
inga great deal of credibility - which 
it may well need to offset the inevita- 
ble attacks from the environmental- 


ists. It’s so simple! eat 


waiting for? 
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A MARLBORO POSTSCRIPT 


Decisions by leading European politi- 
cians in the last four months could spell 
the end of tobacco sponsorship through- 
out Europe in the next four years. 

In March the European Parliament 
expressed a desire for a total ban on all 
forms of tobacco promotion, and more 
recently the European Commission has 
signalled its intention to implement a 
total ban as early as 1993. 

The two decisions have been greeted 
by a storm of protest from the tobacco 
industry, claiming that after years of re- 
sponsible self-regulation they have not 
been consulted. 

“The irony of the 
situation”, says 
Walter Thoma, 
President for Philip 
Morris (EEC), “is 
that all this pressure 
is based on a false as- 
stemption ~ that ad- 
vertising and spon- 
sorship by cigarette 
companies can turn 
non-smokers into 
smokers. Of course, 
elementary logic tells 
us this is not the case. 
Advertising and 
samen ead 
4 company take mar- 
ket hate athe from 
its competitors, but 
no amount of mar- 
keting can make 
someone buy some- 
thing if he or she 
doesn’t want it or 
doesn’t like it.” 

Philip Morris, 
manufacturers of Marlboro cigarettes, 
argue that the ban on tobaccoadvertising, 
if it passes unchallenged, will be the start 
of a “domino effect”. Similar treatment 
could follow for alcohol, food and pharma- 
ceuticals. 

Advertising restrictions are not new 
to the industry even in motor raci 
Although they are self-regulated, eae 

i is not allowed in and 
partial bans (on either the cigarette brand 
nace a) in Britainand France. 

Asti 's big A i 
Morris cillbe hardest ttf the neo oe 
becomes law. 
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This Month: 
The Distaff Side of 
Formula One 


She qualified the Tyrrell, despytg 
two spins, alongside John Watson 
McLaren towards the back of the priq 
but ahead of Derek Daly’s March 
Geoff Lees’ Theodore and Elise 
Salazar’s March. She stalled at the 
start but retired on the 52nd lap w 
she spun and damaged the car, 

The first female to race ina World 
Championship Grand Prix was Ita- 
ly’s Maria Teresa Di Filipis who 
bought her own 250 Fl Maserati and 
competed in three Grands Prix in the 
1958 season. Her first actual Formula 
] race was in the Syracuse Grand Prix 
on April 13 1958 and she only sat in 
the car for the first time the day before 
Maserati's test driver Guerrino 
Bertocchi handed it over to herhaving 
gallantly tied a little blue ribbon be- 
hind the seat to bring her luck, Because 
of her small size the Modenese 
coachbuilder Fantuzzi had madea 
special seat for her so that she could 
reach the pedals. Maria was no first 
timer as she had been racing for ten 
years before this in various OSCA 
and Maserati sports cars. 

Thestory is told that whenshefirst 
went out to practise the car she found 
herself alone on the circuit as all the 
other drivers like Bonnier, Musso, 
Gregory etc., were watching her, It 
was Ferrari driver Luigi Musso who 
called her in and complimented her 
and then told her to go outand follow 
himand he would show her the prope? 
lines round the circuit. : 

Today Maria, who is 62, is the effi: 
cient Secretary of the Club Des 
Anciennes Pilotes and still attends 
Grand Prix races and still enjoys life. 
She was the daughter of the Count © 
Serino and was a bit of a tomboy a™ 
a horsewoman. Her brothers bet het 
that she couldn’t drive a car bette! 
than she could ride a horse and ef 
tered her in a local hill climb with @ 
Fiat 500 Topolino, She promptly Wo" 
her class and gained a special awat ; 
From then on, as they say, it ¥™ 
history. Z h 

In Syracuse she finished fifth Wi) 
the Maserati and it is interesting ie 
at the time Denis Jenkinson in Mole 
Sport commented that he raise? ! 
hat tothe Italian sporting commis 
for letting her race claiming th# 
RAC had banned rally driver N® 
Mitchell, hill climber Patsy Burt the 
Jean Bloxham from competing 


hen, 


gher grades of motor racing. 
Maria's first World Championshi 
Grand Prix was the Belgian that year 
on the legendary Spa circuit. She had 
failed toqualify for Monaco but made 
it to the grid at Spa and finished 10th 
ibeit last. The French Grand Prix or- 
anisers at Rheims refused her entry 
Bd the sad irony was that in that 
avent Luigi Musso was killed and 
Musso was her former fiance. 

In Portugal she retired on the sev- 
enth lap ina borrowed Maserati after 
she had wrecked her own car against 
a telegraph pole and then she took 
partin her final Grand Prix, the Italian 
Grand Prix at Monza. I wasat the race 
and took the picture reproduced here 
ofasaddened Maria in her usual sweat 
shirt sitting on the grass shattered 
and almost in tears as she threw a 
connecting rod with twelve laps to go 
when lying in fifth place.The follow- 
ing year she came to Silverstone for 
the Express Trophy meeting with Jo 
Bonnier's Maserati but she retired with 
broken transmission and this was the 
last time she raced a Formula 1 car. 

In 1976 one English girl did get 
behind the wheel of a Grand Prix car 
when Divina Galica practised a 
Surtees TS16 at Brands Hatch in the 
British Grand Prix but didn’t qualify. 

The most prolific female Grand 
Prix driver, however, was another 
Italian, Lella Lombardi, who com- 
peted in no fewer than 12 World 
Championship Grand Prix races 
starting with the South African Grand 
Prix in 1975 with a March Cosworth 
and ending with the Austrian Grand 
Prix of 1976 with a Brabham, Like 
Maria Teresa she is a tiny driver who 
always seemed to be dwarfed by the 
car but she had great determination 
and in fact she is the only woman to 
have her name in the Grand Prix hall 
of fame as she was credited witha half 
point.The reason was that the race, 
the Spanish Grand Prix of 1975,was 
stopped after 29 laps which was more 
than a third but less than two thirds 
distance so only half points were 
awarded and Lella was in sixth place 
With her March with two other driv- 
ers behind her 

_ Sothe record of women in modern 
Grand Prix racing is not the most il- 
lustrious and as the sport gets more 
and more technical and with fewer 
and fewer girls moving up through 
the recognised channels a woman 
World Champion is probably as far 
away now as it must have appeared 
‘othose drivers at Syracuse thirty two 
ye ago watching Maria Teresa Di 

‘pis who started it all. 


ALLSPORT/PASCAL RONDEAU 


PORTUGUESE GRAND PRIX 
23rd September — Estoril 


SPANISH GRAND PRIX 
30th September — Jerez 


3-7 nights accommodation 
£363-£452 including 
Scheduled flights 


Weekend by air: £319 
Luxury hotel in Gibraltar 
Final European G.P. 
The 1990 CHEQUERS TRAVEL brochure feat 
European Grands Prix and the Le Mans 24 

completing the coupon or by ringing 030 


Me trips by coach and air to all the 
ur race. Order your copy now by 
4 204515 quoting reference '10X’. 


Send to: CHEQUERS TRAVEL, 


3 MARKET SQUARE, IN 
DOVER, KENT CT16 1Lz a) 
ABTA 1905X 
NAME ok. w 
ADDRESS Lass | 


| 
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Coming up in September: the Italian Grand Prix, Sunday 9th 


Getting There 
The famous Autodromo di Monza is situ- 
ated in a large park near the centre of the 
town, 15 kms north of Milan. 


By car: from Milan itself, head for the At 
then main road $536. Approaching from 
the north, follow the A9 to Como, then 
take the SS35 to Monza, From westor east 
the A4 to Milan, then justnorth of that city 
the SS36 to Monza, where the circuit is 
well sign-posted - and you can hardly 
miss the large wall that encloses the park. 


By train/bus: networks converge on Mi- 
lan, which has frequent departures for 
Monza from both Milano Centrale and 
Milano Garibaldi stations. The journey to 

Monza takes about 30 minutes; just out 
side Monza station you will find a bus 
Service to the circuit (Vedano direction). 
There are buses Milan-Monza, butonly if 
you have two hours to spare... 


By air: Milan boasts two international 
airports, Linate (European flights) and 
Malpensa (outside Europe). 


Monzaisa major headache for traffic dur- 

'ng race weekend, so parking in thecentre 

a Walking out to the track is a 

ae If you do take your car as far asthe 

Autodromo, try to park outside thecireult 
Onfines or as close to them as you cam. 


Autodromo Nazionale di 
Monza 
20052 Monza (Mi) 
Italy 


Tel: (39) 3932.98 66 
Fax: (39) 39 32 03 24 
Th: 316434 AMONZA I 


Accommodation: Monza’ s few hotels are 
usually booked up well in advance; the 
alternatives are to base yourself in Milan, 
or go north towards Como and the lakes, 
with a number of charming small towns 
and hotels on the main roads leading to 
Monza. Camping is possible but, inevita- 
bly, noisy. 


The circuit 
Previous Winners: 
Alain Prost: 1981 (Renault), 1985, '89 
(McLaren) 
Nelson Piquet: 1983 (Brabham), 1986-87 
(Williams) 
Gerhard Berger: 1988 (Ferrari) 


This isthe 40th World Championship race 
to be staged at Monza (Imola played host 
to the Italian GP in 1980). Ferrari have 10 
victories there to their credit, six ahead of 
their nearest rivals, butno driver has ever 
won more than three timesat Monza. The 
‘Autodromois also the scene of the fastest 
Grand Prix ever run, the 1971 race in 
whichPeter Gethin (BRM) emerged victo- 
rious in a thrilling es oo seconds 
Ronnie Peterson’s March. - 
scr hs 5.8 kilometres pose peculiar 
problems as teams decide on their set-up: 
they must compromise between 
straightline speed, and sufficient 
downforce through the chicanes. Its chief 
landmarks are the Curva. Parabolica, Med 
right-hander on to the wide pit straight, 
and theawesome bankings Now nolonger 


a ‘straight beforerejoining the old circuit 


(AlhportPascat Rondo 


Ped ROS Bs 


Last year’s winner: 


Alain Prost (McLaren-Honda) 


atitsentry. The chicanes come at the end 
of the pit straight, where the cars turn left 
away from the banking, and just after the 
Curve del Vialone on the back of the cir- 
cuit. In between come the famous Lesmo 
Corners, their name synenymous with 
one of the greatest theatres of Grand Prix 
racing over the years. 


Being There 
‘There are no half measures with Monza: 
you love or hate the place. The atmos- 
phere can be electric, especially if Ferrari 
are doing well, and this year of course will 
be Nigel Mansell’s last: forthe 
Maranello teamat their home Grand Prix. 


Premier is an 
venue, A popular place with drivers and 
FI personne! is Fossati in the nearby vil- 
lageof Canonica. Pasta, of course, and the 
robust Barolo red are prime targets forthe 
serious eater at Monza. 

The Ferrari faithful guarantee noise 


Duomo: perm 

and museums are all well worth a look, 
just to prove you can enjoy FI without: 
damaging your brain. > 


Getting there 


The Autodromo do Estoril is 7 kms north 
of that town, 9 kms south of Sintra and 35 
kms west of the capital city, Lisbon 


By car: from Lisbon, follow the N6 to 
Estoril; in the town, tum right on to the 
N9. An alternative route from Lisbon is 
the N1 towards Sintra, then N9 
southbound towards Estoril /Cascais. 


By train:hardy travellers can catchadaily 
service from Paris Gared’ Austerlitz direct 
to Lisbon -butit takes24hours. Going via 
Madrid is another possibility. Lisbon’s 
Cais do Sodre station links the city to 
Estoril (30 minutes), and taxis or buses are 
available in Estoril/Cascais to ferry you 
to the track. 


By air:Lisbon’s international airport con- 
nects with worldwide destinations. It is 
north of the city centre, but close to it-and 
soccer lovers will pass thefamousStadium 
of Light as they drive out of the airport 
through Benfica en route for Estoril 


Traffic is never such a problem at Estoril 
as elsewhere, despite there being just one 
mainroad to the circuit- provided you get 
in early enough. Those coming from the 
coastshould go through Estoril to Cascais 
and up from there to avoid the Lisbon 
traffic. 


Double-header: Portuguese G 


Autodromo do Estoril 
Estrada Nacional 
No.9 - Km.6 
Alcabideche 
2765 Estoril 
Portugal 


Tel: (351) 126 91 462 
Thx: 14219 AUTODRP 


Ticket enquiries: 


Automovel Club de Portugal 
Rua Roas Araujo 24 
1200 Lisbon 
Portugal 


The Circuit 


Previous winners 

Alain Prost 1964-87-88 (McLaren) 
Ayrton Senna: 1985 (Lotus) 
Nigel Mansell: 1986 (Williams) 
Gerhard Berger: 1989 (Ferrari) 


Estoril is a popular winter testing venue, 
anda track much enjoyed by the majority 
of drivers for the variety of challenges it 
presents. The right-hander after the Pits- 
Notorious for last year’s Senna-Mansell 
clash - and the even more: Sweeping right- 
hander back on to the straight exert huge 
G-forces on the drivers, especially as the 
later is taken in 4th, up into 5th and into 
6th on exit. The circuit has slow corners 
00, notably the left-hand hairpin behind 
the paddock and the right-left-right kink 
before the fast sweeper on to the straight. 


70 
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rand Prix, Estoril, Sunday 23vam 


Last year’s winner: 
Gerhard Berger (Ferrari) 


Being There 


The Iberian double-header is one of the 
most popular stages of the annual Fl sea- 
son, though more visitors seem to favour 
Estoril than Jerez. Perhaps it’s all that 
seafood, the sun and the cheapness of the 
place, although the locals are quickly 
catching up with the rest of the European 
economy. Estoril and Cascais are full of 
seafood restaurants,all of themgood,some 
of them outstanding, while a short drive 
along the coast to the north will reveal 
other scenic and gastronomic delights. 
For those who prefer to be reminded of 
home, Cascais also hasits “John BullPub” 
near the seafront, a popular rendez-vous 
over GP weekend. 

Estoril also offers a highly-rated Ca- 
sino, Sintra is of great historical interest, 
and Lisbon is a splendidly open city with 
several notable monuments, specta‘ 
bridges anda host of things to seeand do. 
Accommodation isavailablein Estoril and 
Cascais, though the relative proximity of 
Lisbon also makes it possible to use the 
capital as your weekend base. 


... and the Spanish Grand Prix 


Getting There 


The purpose-built Jerez facility lies 10kms 
east of the townof Jerez de la Frontera, 110 
kms south of Seville, 20 kms west of Arcos 
de la Frontera and 35 kms north-east of 
the port of Cadiz. 


By car: from the north, take the A4 from 
Seville (Jerez exit clearly marked); from 
the: east(Malaga), main road 344 to Ronda, 
then 339 and 342 to Jerez. In Jerez itself, 
follow the 342 towards Arcos. 


By train: services from Madrid, Malaga 
and Lisbon converge on Seville. From 
there, some services go direct to Jerez (an 
hour and a quarter), others mean chang- 
ing at Utrea. Taxi from station to circuit. 


By air: Jerez’s domestic airport connects 
uently with Madrid, but most visitors 
fly in to Seville, Malaga or Gibraltar. 


Roads to the circuit are few and therefore 
airly crowded on race day, as local trans- 
Port is virtually non-existent - but on the 


otherhand, Jerez never boastsFI'sbiggest 
crowds... 


Ferly booking is essential for hotels in 
Jerez itself, but the seaside resorts of Rota 
ba Puerto de Maria have sey 

‘aces to i trackis 
= Jae Camping atthe 


Circuito Permanente de 
Jerez 
Ctra de Arcos Km 10 
Apdo de Correros 1709 
Jerez dela Frontera 
Spain 


Tel: (34) 5634.98 12 
Fax: (34) 5632.00 45 
Th; 75145 CIR] E 


Ticket enquiries 


Oficina Gran Premio d'Espana 
Porvera 6-8 
Jerez de la Frontera 
Spain 


Tel: (34) 56 336911 
Tix: 75108 


Previous winners 


Ayrton Senna: 1986 (Lotus), 1989 
(McLaren) 

Nigel Mansell: 1987 (Williams) 

Alain Prost: 1988 (McLaren) 


The Circuit 


The all-new Jerez facility was revealed to 
driversonlyin 1986and promptly yielded 
the most exciting finish of modern times 
when Senna’s Lotus pipped Mansell’s 
Williams by 14/1000ths of a second, The 
lay-out makes for close and often spec- 
tacularracing, though lap times tend tobe 
slow in relative terms, and drivers haveto 
go for broke when overtaking opportuni- 
ties present themselves, as anyone who 
thrilled to the Alesi-Brundle battle last 
year will recall. 


Jerez Sunday 30th 


Last year’s winner: 
Ayrton Senna (McLaren-Honda) 


Lacking in atmosphere, one might say: 
one might equally well say stone dead; 
Jerez will never rival Monza, and may 
well lose its national race to Barcelona, 
original home of the Spanish GP, But 
Jerez is tortuous enough to allow drivers 
no rest at all, and in the fast right-hander 
behind the paddock it has a corner that 
can catch outall but themostalert: many’s 
the group of VIP guests at motor homes 
who have been showered by dirt and 
stones as a Grand Prix car flirts with the 
fencing! One thing in its favouris that the 
hillsidescreatea natural amphitheatreand 
often make for excellent viewing. 


Being There 


Jerez, with its orange-tree lined streets, 
offers a variety of good restaurants, from 
the elegance of the Hotel Jerez (Avenida 
Alcade) to more modest venues. Beware 
the sherry for which the regionis famous: 
itis often drunk with the first three orfour 
courses of a major meal and can have 
devastating effects! The local redsarealso 
eminently quaffable, especially as 
accompinament toa dish of paella. 


Nearby Rota and Puerto de Maria have 
good beaches; you can visit the interna- 
tional sherry houses’ “bodegas” for yet 
more tastings; and there are even bull- 
fights for those who don’t get their fill at 
Grand Prix racing... oa 


val 


Williams turbo cars from 
FW09 to FW11B 


Williams FW09 1983 

Powered by the Honda RA 163-E en- 
gine the car appeared for the last race 
of theyearat the South A fricanGrand 
Prix, and looked rather nice in its ICI 
livery of white and yellow. As far as I 
know no model has been made of the 
FW09(butif you know different please 
let me know). 


Williams FWOOB 1984 
The car had a longer wheelbase, and 
wider rear track and modified body- 
work for 1984. But there was just one 
win for the team at the Dallas GP won 
by Rosberg from the Ferrari of Arnoux 
with Laffite finishing in fourth place. 
Meri Kits produced a 1/43 scale 
kit of the FWO9B; now very hard to 
find but well worth looking out for. 


Williams FW10 1985 

This was the first Williams drive for 
Nigel Mansell; the car now had acar- 
bon-composite monocoque. Rosberg, 
won in Detroit, Mansell memorably 
at Brands Hatch and Kyalami. Tameo 
Kits of Italy produce both the early- 
season FW10 and the FW10B so you 
can model the Rosberg winning car 
and Mansell’s as well. 


Williams FW11 1986 

The FWI in the hands of Piquet and 
Mansell brought Williams nine victo- 
ries and the Constructors’ Champi- 
onship - the first for Honda’s V6 turbo. 
Mansell claimed five of those wins to 
Piquet’s four, butnot, sadly, theresult 


in Adelaide that would have made. 


him World Champion. 

There are a few models of the 
Williams FW11 on the market: 1/20 
scale kit by Tamiya Kits of Japan, the 
1/43 scale kit by Tameo of Italy, also 
a1/8 scale RC model by Tamiya, and 
evenarather nice little Scalextric 1/32 
scale slot car with turbo flash. 


Williams FW11B 1987 

This was to be the last turbo Williams 
racing car; for the second year run- 
ning they were top dogs, again with 
nine wins. Though Mansell outscored 
Piquet 6-3 he was again denied the 
title, this time by injury in Japan. The 
turbo era ended for the Didcot equipe 
when Judd engines were used to Te- 
place Honda in 1988. 


The FW11Bis produced by 
in 1/43scale with two eee 
market, the early-season car (Imola), 
or the one raced in Japan/ Australia, 
The car is also produced by Gungze 
sangyo in 1/24 scale but it’s not that 
good a kit. 
Allen S 
Just Cars rest 


p.s. All the kind people who have 
written to me - over 500 letters so far 
- will receive their replies as soon as 
possible. 


PP: 1 team paint colour chart. All 
the people who have written in for a 
chart willbe sent one but demand has 
so far outstripped supply and I’m 
having to get copies done. Worry not, 
you will not be left out - I promise! 


Letters: if you wish to write to me 
please do so C/O Prix Editions 


A SIDEWAYS LOOK AT 1984 


2 Who Was on pole position for 
€ Opening race? 


2. With which t ; 
Sheet ea was Eddie 


3. How many racesdid Alain Prost 
win during the season? 


4. Who led a Grand Prix for the 
first time in his career, at Monaco? 


5. Atwhich race was Mansell fined 
for dangerous driving? 


Answers to Quiz No. 4 - 1986 

1. Jacques Laffite, Ligier 2. 100th for 
Lotus 3. Gerhard Berger 4. Martin 
Brundle 5. Eliode Angelis 6. Allen 
Berg 7. Philippe Streiff 8. Jerez, the 
Hungaroring 9. Johnny Dumfries 
10. Canadian GP 

Duke Marketing's 10 Video Winners 
Mr RE. Craig, Bucks. Mr S. Clapton, 
Leics. Mr M. Mullins, Cheshire. Mr 
A.R. Wong, Canada. LJ. Ferguson, 
Texas. Mrs K. Freeman, W.Sussex. 
Miss H. Drake, Portugal. C.J. Powley, 
Norfolk. G.M. Brown, London. N. 
Callow, Merseyside. 

Just Cars Anyway Model Winner 
R. Schuurman, Zwolle, Netherlands 


Wayne Ffoulkes of Clwyd was our 
lucky reader who met Derek 
Warwick at the British GP 


6. Which driver scored the first- 
and only points of his career 1 
Dallas? 


7.Who drove the second Osella in 
the second half of the season? 


8. Derek Warwick was second in 
the British GP - and which other? 


9. Which circuit staged the Euro- 
pean GP? 


10. How many times did F1 
rookie Ayrton Senna finish on the 
podium? 


Now for this month's quiz which is 
all about 1984. Answer correctly the 
10 questions in our special panel and 
you could be in line fora video treat 
from Duke Marketing or a Just Cars 
Anyway model. 


Send your answers ona 
postcard to: 


Formula Fun (September) 
First Frost Ltd. 
Lyon Road, Windsor Avenue 
Wimbledon 
SWI9 2SE 


to reach us no later than 
21st September 


Answers in our November issue 


“fove: Resberg, Belgium 1984 
‘ft Piquet's winning Wiliams, Monza’87 


ing th 
j they mean by taking th 
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e cleanest line!" 
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FALL S&S 


Novw then, where did I put those plugs? Neéson Piquet 
doesn’t seem to like all the noise being Mate aby; 
Benetton’s success this season. Or is the SOUMA>S that 
new Ford engine just too powerful? Have the pressieen 
saying nasty things again? 


Life on the pit lane's lighter side 


If you’re going to go toa 
Grand Prix, why not go 
the whole hog? Our 
Mexican friend clearly 
thought it best to make a 
pig of himself, and given 
the basic features he had 
to play with the new 
hooter seems to fit in quite 
well... Think he nose 
something we don’t? 


Hey Sandro, aren't these times ajoke? Nel- 
Son, in somewhat happier mood, studies 
practice sheets with teammate Nannini. 


Maybe they were both afraid to believe their 
eyes? 


ca 


we 


ITED COLORS) 


OF BENETTON | 


Inwhich case, Sandro 
has found the perfect 
solution: 40 winks in 
the cockpit. 


Is this the Picasso of the pit 

lane? Is Formula 1 an art 

form after all? If cars get a 

fresh paint job before tak- 

ing to the track, why 
shouldn’t spectators go for 

the full motley as well? 
Drivers prepare for their 
brush with destiny, so why 

not their fans? And if you 

| wanted to know what Mexi- i 
“% cans do with their hats, | 
they've obviously given ‘em | 
up in favour of headbands 

with matching faces. 
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ECCLESTONE, Bernard 
motorcycling ¢ a 
petitor who turned to 4-wheel racing 
in his late teens. A brief ex 
motor sport management when he 
acquired the Conn 
followed in the 60 
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kills of Mike (“Herbie”) Blash 
early 70's Bernie Ecclestone 
determined the future of For 
hen, as Preside 


truggle thatende 


Grand Prix racing. That 
imply confirmed when 
President of the FIA 


became a V 
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AsI was pushing one of those baggage 
trolleys that seems to have a mind of 
its own around Heathrow Airport on 
my return from Hockenheim, it 
dawned on me that its handling char- 
acteristics were pretty similar tosome 
of the cars gracing the back of the grid 
this season, but at least I was unlikely 
to suffer serious injury through the 
unpredictable behaviour of this 
Scuderia Suitcase machine. Imagine 
what must go through the minds of 
Gregor Foitek and JJ Lehto as they 
step into their Monteverdis now that 
it has been discovered that the mu 
seum-owing Mr. Monteverdi hasbeen 
stripping parts off his collection of old 
Formula 1 cars to provide spares for 
the team. 


The plan to move the French Grand Prix 
from Paul Ricard to Magny Cours next 
year has not met with universal approval. 
after all where would you rather spend a 
weekend, the French Riviera or a town 
with all the charisma of Milton Keynes? 
Magny Cours, which sounds to me like 
the name of a short Jewish French tailor, 
also suffers from a lack of hotels and one 
enterprising but rather pushy American 
travel agent announced to the teams in 
Hockenheim that she had booked “all the 
town". How had sheachieved thisamazing 
ifunpopular feat? Well, it’sa piece of cake 
if your opening line toa hotel manager is 
“Hi, I'm Bernie Ecclestone’s assistant.” 


Peter Ashcroft, Ford Motorsport boss 
at Boreham, tells a tale of a day long 
ago when he found himself on pole 
position for a 500cc single seater race. 
Waiting for the off, feeling rather 

roud of himself, he was surprised to 
Eabane criti heron Looking up, 
he saw that it was the driver of the car 
behind him who apparently wanted 
to give him a few words of friendly 
advice. “Listen mate, I should be on 
pole, not you and if you don’t get out 


of my way I'm going to drive right | 


over you.” Peter was so taken aback 


that he fluffed the start letting the 


other driver through. Oh by the way, 
ain B. 


the other driver was a cert 
Ecclestone. 


lonly me 


to push to the 
film crew 
1 GP proceeded to 
colour photocopies of 
y werenot good enough 
of FOCA TV's Martin 
ejected several 
he passes but 
proper official 
explained 


ft they hang on", 


Martin 


Lugging a film camera and heavy 
equipment around a race trackall day 
can be hard work but most camera 
crews had it easy at Hockenheim 
compared tothe Latvian (yes I did say 
Latvian) crew making only their sec- 
ond ever visit to a Grand Prix. The 
reams of paperwork involved in ob- 
taining the necessary visa meant that 
said document only became available 
two hours after their booked flight 
had taken off. The incident reminds 
me of that famous Latvian Bus Con- 
ductors Lament- “There'll beanother 
one along in a minute” 


At the British Grand Prix there was a 
sudden rush of interest in Formula 1 fuel. 
Was it lead free? Was it environmentally 
friendly? Would the fumes harm the me- 
chanics? Of course it's harmiless, the 
manufacturers all cried in unison ‘Why 
it's as “Green” as “Blue Peter”. So qt 
Hockenheim 1 decided to see, or rather 
smell for myself and having stood in the 
back of several pits the effect on my eyes 
and throat was so unpleasant that] would 
suggest that these fuels come, not froma 


refinery, but from the government re 

y esen 
establishmentat Porion Down, Onlytine 
will tell what are the long term effects of 


Me Last Wi 
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living with this fuel, but just keep your 
eyes open for twoo-headed mechaniés, op 
engineers with the bodies of chickens, 
Come to think of it that could be quite q 
good idea given the impersonation of a 
headlesschicken that many teamengineers 
seem to indulge in as qualifying comes to 
anend leaving their cars at the back of the 
grid 


For the second month in succession I 
find myself congratulating a Benetton 
driver for a fine performance, as in 
Germany Nannini scored a great 
second place. Given the intense 
strength-sapping heat on race day, 
maybe this result was due to the fact 
that Sandro was feeling fitter having 
apparently given up smoking a few 
weeks before. Smart move apart from 
the fact that Benetton are apparently 
chasing Camel money for next year. 


Talk of smoking and racing drivers brings 
us automatically to Keke Rosberg. The 
Fuming Finn'sappointment as Peugeot's 
Sports Car driver proves that he retired 
from Formula 1 as there was nowhere to 
fit the cigar lighter and ashtray. Obvi- 
ously his much larger Group C car will 
cater for these necessities. When Keke 
travels to races I can guarantee you that 
he won't be flying Lauda Air as long-time 
Marlboro backed driver Niki Lauda was 
one of the first airline owners to impose a 
total smoking ban on all his flights. Now 
that is gratitude for you. 


Nobody writing a gossip column 
about racing could ae off without 
few words about the biggest shock of 
the last month, Nigel Mansell’s an- 
Nouncement that he will retire at the 
end of this season... nobody exeePt 
me that is, 4 
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